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Southern Railway & Steamship Association. 





We give below the annual report of Mr. Virgil Powers, Gen- 
eral Commissioner, as submitted to this Association at its 
meeting held in Washington, July 14: 

REPORT OF THE GENERAL COMMISSIONER. 

GENTLEMEN : I herewith submit tables showing Compara- 
tive Statement of business done for nine months, from Rep 
1, 1884, to May 31, 1885, and from Sept. 1, 1885, to 
31, 1886. 

The tables show an increase of 2.14 per cent. in tonnage 
and 2.59 per cent. in revenue on merchandise, and a decrease 
in cotton of 27,866 bales and $149,765 in revenue, being a 
decrease of 4,3 per cent. in bales and 20.1 per cent. in reve- 
nue on cotton. 

The largest part of this is due to a decrease of 31,024 bales 
cotton shipped from Augusta, a portion of which was shipped 
to local stations on South Carolina Railroad and has not been 
reported owing to a difference of construction of ment 
concerning the local cotton of South Carolina ilroad 
between the authorities of that road and myself, to whieh 
reference is made hereafter in this report. 

In addition to the above is 22,980 peo decrease in ship- 
ments from Newman and West Point, owing to movement 
via Opelika and Montgomery and Opelika and Columbus, 
not included in the division of business 

The decrease of divided revenue on cotton is fully ac- 
counted for in the foregoing items, and the additional fact 
that during 1884-85 cotton was divided on total revenue, 
including compress ; but during 1885-86, compress was 
deducted before making division. In this connection see my 
further remarks in this report. 

It is 10 years since I was elected General Commissioner, or 
executive officer, of your Association ; during that time 
many changes have taken place and large improvements 
made in your organization. 

Then (July 1876) there were several classifications. The 
Eastern Lines had two classifications ; {the Savannah Lines 
using nine classes, and the Charleston and Coast Lines work- 
ing five or six classes. The Western Lines were working the 
Soap 2000 classification of five classes, with a number of 
specials. 

On Nov. 28, 1878, a Convention of the Eastern and Green 
Lines was held, and appointed a Rate Committee to take 
these questions intu consideration. That Committee, com- 
posed of five members of Western and five cf Eastern Lines, 
met in Nashville, on Dec. 12, 1878, and after a laborious 
session of six days, agreed on uniform rates and classifica- 
tion to be used from the East and West. This was a long 
stride in the right direction ; since that time the Rate Com- 
mittee has been continued, and from time to time made 
such changes in classification and rates as they believed to be 
necessary. Prior to this the Eastern Lines made rates from 
eastern cities, with a general understanding with the West 
as to rates, etc., on certain articles, and the Western Lines 
did the same from the west, which proved very unsatisfac- 
tory. 

Since that time, the umform classification and rates have 
worked very satisfactorily, with occasional drawbacks, which 
were to have been expected; still the rates and classification 
have given genera! satisfaction and worked out good results; 
and the classification and rates, as fixed by our Rate Com- 
mittee, under its rules and regulations, should be strictly 
carried out by all. 

Recently there has been formed an organization known as 
the Associated Roads of Kentucky, Tennessee and Alabama 
which has appointed a Commissioner and Rate Committee 
and authorized them to make rates and classification from 
western points. At least, their Committee have proceeded 
to make changes in rates from certain points and reduced 
the classification on a number of articles, in vio- 
lation of their agreement made with, and as members of 
this Association. This is, in my opinion, taking a long step 
backward, as it has already resulted in heavy loss in the re- 
duction of classification on a number of articles that were 
classed, as our Rate Committee believed, correctly. If this 
course is continued, it will result in the general reduction of 
rates and classification. 

There should be, as our agreement makes it, but one com- 
mittee to make rates and classification on all articles comiug 
into territory south of the Memphis & Charleston Railroad, 
and east of the Mobile & Ohio Railroad, if not south of the 
Ohio & Potomac and east of the Mississippi. 

These constant reductions of rates and classifications on 
through shipments, to meet the views of manufacturers and 
shippers in various localities, are resulting in heavy loss to the 
railroads, without benefiting the parties sup to be in- 
terested: because the reduction from one locality is followed 
by similar reductions from all, and the competition of mar- 
kets is made on a lower scale of rates, to the loss of transpor- 
tation lines, and no benefit, as intended, to competing mar- 
kets. Itisalso a fruitful cause of complaints of discrim- 
ination, as these through rates are frequently made so 
very low that it is destructive to the local revenue of the 
roads to make like reductions locally, thereby making the 
discrimination against local shippers very great. 

To more certainly carry out the agreement to divide east- 
ern business to certain competitive points, and to ntee 
the payment of balances, the plan of making moneyed de- 
posits to the credit of the General Commissioner was adopted 
August 1, 1877. Since then all balances have been promptly 
paid, and eastern rates better maintained than ever before ; 
indeed, except for a few periods, when short rate wars were 
inaugurated, rates have been well maintained, and a large 
— of revenue saved to all the roads and steamships in- 

rested, 

The division of business at all competitive points on the 
basis of revenue and the prompt payment of balances, is the 
only plan yet devised ~ which rates and classification can 
be maintained for any le of time. If the business toand 
from certain points is divided, on the basis of fixed or agreed 
divisions and rates, and payment of balances secured, there 
is no reason for any line to reduce rates, as in doing so en | 
lose the reduction themselves, as all business is divided on f 
agreed rates. I would, therefore, again urge the Western 
Lines to agree upon divisions of their business to all competi- 
tive points, as rates on their business have not been well 
maintained. Rate wars, as well as all sorts of deceptive 

ractices, have prevailed, and the result has been very heavy 

oss in revenue to all. 

I would respectfully call attention to the frauds practiced 
by shippers on transportation companies. A very large 
amount of freight is shipped on reduced or false classifica- 
tion, and the employés are either very careless or wink at 
these fraudulent practices. 

When there is competition, if a shipper goes to a line with 


t. 
7 


a shipment, and the agent is well 
under-classed, not being what it is 
allows it to go forward, and if it is f 
to about it, he at once says, if 

up the class, the ee 

my competitors and they would have taken it. 
result of the want of con Sa a 
of competitive lines. I will again repeat what I said 
year on this subject. 

‘* One of the principal reasons (if not the principal) for the 
present demoralization in the railroad management of the 
country, is that the officials have too little, I might say no, 
ofthe princhpsl managers in te various. nts of ail 

prin managers ts of a 
of the roads should so act as to be above suspicion of wrong 
doing, that implicit confidence may be accorded them 
whatever they say ordo. If this be done, and reasonable, 
just and fair divisions of business and agreements be made 
and lived up to by the managers, and all subordinates be re- 
quired to ca yoo out strictly, no violation allowed on 
any pretext whatever, there will be some hope for the future 
of the railroads of the country; without it I see no prospect 
in the future for them. There certainly is but little hope in 
the future for them under the existing state of things.” 

The presidents and general managers are, or should be, held 
responsible to and by the owners of the property they manage, 
not only for its ig emny condition but for its revenues also; 
and A should carry out all their agreements faithfully 
and fully, and see that their subordinates do so. If a few of 
the principal subordinate officers were removed for allowing 
such nips wos in their subordinates, this trouble would very 
ar Aeamemry to the ti rtati i inci 

other great loss to the transpo! ion companies, princi- 
pally the railroads, is the large amount of freight. contiad by 
the roads underbilled in weight. I venture the opinion that 
seven or eight-tenths of the carload freight carried by the 
rai s are billed at underweight, as well as considerable 

recentage of the package freight, where it is not weighed 
into the cars by the roads themselves. 

To correct these irregularities I recommend that inspectors 
and weighers (one man filling both “w¥ be appointed at 
each prominent point where freight is ship or passes 
through, and that the railroads provide facilities for weigh- 
ing, and that the weighers be required to weigh all freight 
and examine all doubtful packages, to see if properly classed, 
and that the weighers be transferred or exc! from one 
point to another frequently. 

I was directed to do this by the Rate Committee, but as it 
would increase our expense account maierially, I referred 
the question to the Executive Committee by letter. The 
most of them ratified the action of the Rate Committee, but 
one or two thought it best that the Executive Committee dis- 
cuss the matter and action be taken by them. I, therefore, 
did not carry out the direction of the Rate Committee, but I 
now urge you to authorize their appointment. 

This plan has been adopted by the Southwestern Associa- 
tion out of Chicago. I herewith submit a statement sent me 
by Commissioner Midgley, showing the saving to the roads 
interested. The adoption of the system no doubt saves as 
much or more than is shown by the statements, in prevent- 
ing parties from attempting these frauds. It is also of record 
that the system of weiging car lots has resulted in saving 
much larger amounts. - a » 

I desire the Executive Committee to determine how much 
should be charged for eee cotton, icularly at 
Augusta, Also, as to including cotton ship from Au; 
to local stations on the South Carolina, and the Charlotte, 
Columbia & Augusta roads, about 10 miles from Augusta. 
Also, whether it is not desirable to put boats on the Savannah 
River or subsidize those now there. The boats now on the 
river have and will carry some 20,000 bales of cotton from 
Augusta, which, at 75 cents per bale, is over twice as much 
per annum as was paid to subsidize them heretofore. 

I herewith submit a statement showing gross revenue and 
balances to debit and credit, and the amount deposited to the 
credit of the General Commissioner and the amount paid out 
from Aug. 1, 1877, to May 31, 1886; also a statement,showing 
amount of money received and paid out prior to Aug. 1, 
1877; alsoa balance sheet, showing amount on hand and 
where deposited, on July 1, 1886. During this time the onl 
loss has been $1,018—lost by the failure of the Citizens’ Ban 
of Atlanta. Thus I have acted not only as your Executive 
officer but as Treasurer also. 

I also hand you herewith a list of companies constituting 
membership of the Association for the year just closing. Also 
a statement of expenses for the nine months, Sept. 1, 1885, 
to May 31, 1886, showing amount received for each Com- 

ny. and like statement for one year, from June 1, 1885, to 

ay 31, 1886. The total expenses for the year were $40,114. 


CLAIM DEPARTMENT. 


A very large amount of work has been done in this depart- 
ment. We note a decided improvement in the percentage of 
claims for loss and damage. r cars, closer inspection 
and more perfect checking has decreased claims of this nature. 
Owing to frequent changes in rates, complications of rival 
interest and the division of territory by imaginary lines, etc , 
the overcharge claims have largely increased, and have be- 
come more difficult of adjustment in their final settlement, a 
large number have to be carried monthly into suspense ac- 
count, delaying collections, which seems inseparable from the 
system inaugurated some two —_ ago. For the past 10 
years we have been forming by direct resolution and the 
precedents of decisions, what is fast beeoming known as our 
claim law. 

The genius of our business seems to be consolidation and the 
establishment of universal law—i.e., law that is and that 
will be uniformly worked by all lines. Progression here, as 
in all modern undertakings, marks each month and year. 
New questions involving new principles are almost daily aris- 
ing. ence, the old law does not reach all, and sometimes is 
found inadequate to cover cases heretofore ily disposed 
of. Divergence as to construction, and the determination of 
strict equity in adjustments, is often encountered. The neces- 
sity for a revision of old law or rules and the creation of new 
law and rules grows more and more imperative. I invite 
your attention to this subject. ; 7 : 

The different claim offices are daily legislating and decid- 
ing upon property: not only of their own, but that which be- 
longs to their neighbors. Expert capacity in these depart- 
ments becomes more apparent each day, demanding long 
training and judicially inclined minds to enable them to make 
equitable and faithful decisions. In the I have given 
you the result of reflection and experience as to the handling 
and prompt payment of claims. It is a branch of our busi- 
ness that comes directly and often to the annoyance of the 
public. who cannot be reasonably educated to the idea or 
necessity of delay in the payment of what they regard as just 
deman using as much or more complaint than any other 
source of our growing, complex and profession. _ 

In this connection, perhaps, it is well to call your attention 
to the recent change in gauge, which practically makes all 
cars from all points to all points, through cars, under initial 
seals, increasing the necessity for uniform records and laws 
to determine liability, thereby expediting settlement and 
the final collection as roads. 





I recommend the appointment of a committee or commis- 


fet up the rules governing in various localities, and devise 

ws and rules to govern the settlement of claims. 
VIRGIL POWERS, 

Genera] Commissioner. 

The Convention adopted a new agreement, to continue 

from Aug. 1, 1886, to July 31, 1887. The new contract is 

substantially the agreement of last year, with a few addi- 

tions, one of which places the rate-making power solely in 

the Rate Committee of the Association, and another makes 

the dividing-line contract between the eastern and western 


All | lines a part of the agreement of the Association. 








in | Decision of the New York Railroad Commission on 


the Car-Coupler Tests. 


We have heretofore (page 471, number for July 9 last) pub- 
lished a brief summary of the report of the New York Rail- 
road Commission on the car-coupler tests held at Albany in 
June. The full report of the Commission is now given : 

The authorities of the New York Central & Hudson River 
Railroad Co. courteously put at the disposal of the Board 
every facility to make the trials as complete as practicable 
under the commen, The tests were made upon the 
curve of a side-track, and under such conditions as would 
most frequently occur in practical —— Thirty-three 
different couplers were represented. The points and require- 
ments cularly considered were as follows : 

First.—Facility to couple with its own kind with same or 
different height of drawbar. 

Second.—Facility to uncouple under all circumstances. 

Third.—Facility to couple with common link-and-pin, and 
whether automatic or not. 

Fourth.—Certainty to hold on uneven track. 

ys Pe nye A to set so as not to couple when kicked 
into side-tracks, etc. 

Sixth.—Non-liability of obstruction by dirt, snow, ice, 
rust, etc. 

Seventh.—Strength to resist concussion, 
= ighth.—Certainty of knowing which car to uncouple in 
the dark. 

Ninth. —Position of device to raise pin so as not to be above 
floor of car, with reference to applicability to platform cars. 

Tenth.—Non-interference of uncoupling device with brake- 
man guiding link into old drawbar. 

Eleventh.—Simplicity of construction. 

Twelfth.—Cost. 

The importance of the subject is shown by the fact that 
the average number of deaths from coupling per year in this 
state for the last two years has been 16 deaths and 380 
— to person. 

he Board had three principal objects in making the tests : 

First.—To give an opportunity to inventors to display their 
devices in a public way. 

Second.—To see what devices presented fulfilled the re- 
quirements of the law. 

Third.—To take another step toward determining, if pos- 
sible, which is the best coupler. 

The first two objects were attained. Some, but not much 
advance was made toward the third. There are so many 
devices having merit, yet none without objection, that the 
Board would greatly embarrassed were it uired to 
—_ recommend any one to the exclusion of all others. 

his may seem a somewhat disappointing conclusion, but it 
is the only one ible under the circumstances. If the 
merits of all could be combined in one, a perfect coupler 
would be the result, but it must be remembered that every 
little improvement is patented, and, until sufficient essential 
patents are the property of one party, a perfect device seems 
impossible. In the analogous case of the Westinghouse air- 
brake a vast number of patents have been purchased by the 
Westinghouse Co., in addition to the original invention of 
Westinghouse, and so with almost every other device which 
is in final successful operation. 

The Board proposes to give this subject its continued at- 
tention. The impressions and views it now holds it gives 
with due caution, reserving the right to alter or amend them 
as circumstances and increased investigation and experience 
a warrant. 

© attain the main object of an automatic coupler, i. e., to 
save the limbs and lives of trainmen, it it most desirable that 
but one device should be in universal use. If there is diver- 
sity it will increase rather than diminish the present dangers. 

here appear to be but two ways for this to be ht 
about, one by the operation of the law of the ‘‘survival of the 
fittest,” the other by the creation by Congress of a commis- 
sion to determine upon one coupler and compel its adoption 
by all companies engaged in inter-state commerce. 

The first method, it would seem, will be slow beyond all 
computation from present indications. There appears to be 
no good reason, however, why the second could not be done. 

Under its powers to * ints Be commerce among the several 
states” Congress has already prescribed rules for the inspec- 
tion of bulls and boilers of steamships, for the examination 
of engineers as to their competency, for vessels being pro- 
vided with boats, life-preservers, and for many similar 
things to insure the safety of travel by water. 

It would seem that the same power could and should be ex- 
ercised to insure safety in the operation of railroads. 

From the diversity of the recommendations made by the 
states which have ly acted on the coupler question, it 
seems to be hopeless to secure unanimity from them acting 
separately . 

One is embarrassed at the outset of this subject with the 
fact that there are two rival and irreconcilable classes to deal 
with—first, the so-called ‘‘ vertical plane couplers,” and sec- 
ond, the link couplers. 

VERTICAL PLANE COUPLERS. 

Some of the practical difficulties with the vertical plane 
class are : 

First.—None of them, as at present manufactured, with 
the exception of the Coweli and Janney, couple automatically 
with ane oe 

This difficulty could be remedied to a great eat | hav- 
ing the movable knuckle universally on the right side, and 
of the same size. But positive objections are made by the 
Hein company, for instance, to altering the proportions of 
the coupler, on the 2 of destroying its strength. 

Second.—N them undertake to — automatically 
with the old link-and-pin, except the Cowell. 

This is a most serious objection, for the reason that the slot 
into which the link is much smaller than in the old 
draw-head, and the ger to the brakeman of getting his 
hands caught correspondingly greater. 

The cars with which many of them are equipped are not 

rovided with deadwoods, so there js no — for the 
Painnen in case of the draw-heads being broken by concus- 
sion. Deadwood blocks should be provided in all cases. 

The device to couple and uncouple is frequently in the way 
and adds another danger. 

In the case of the Cowell a throat is cut in the face to take 
alink. There is a dog moved by a Cg Bey hold the pin up. 
This dog is intended to be back by the Jink, and the 








sion, composed of the claim agents, to look into the question, 


pin to fall automatically. difficulty is twofold. 
First.—The link id only be pushed in by a draw-head 
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“BOGIE CARRIAGE,” LANCASHIRE & YORKSHIRE RAILWAY (ENGLAND), 


Exhibited at the Liverpool International Exhibition. 


having a solid throat. 
many.) 

Second.—The throat in the Cowell is so shallow that the 
link strikes before the draw-heads come in contact, so the 
link would take the whole force of the blow in coupling, and 
would bear the whole strain pushing—conditions which would 
bend or break it. 

Third.—Almost all of the vertical chain couplers appear to 
be more or less liable to become fouled by dirt or rust if left 
standing for some time exposed to the weather, although 
there is quite a difference in them in this respect ; the con- 
trivance to catch the arm and hold it in place being quite 
complicated in some and simpler in others. 

LINK COUPLERS. 

Link couplers as a class present certain obvious advan- 
tages. They are simple in construction, cheap, not so liable 
to get out of order, conform better to the present method of 
coupling, and afford more slack, thus allowing a long freight 
train to be more easily started than if coupled with the 
closer vertical plane type. The Board does not propose to 
discuss the question as to which class forms mechanically 
the more perfect union. It is sufficient to say that either 
forms a sufficiently perfect union. The advantage which 
many of the link class possess of coupling automatically with 
the old drawhead the evel Geena of great importance. It 
will be many years before the latter is entirely discarded 
from the railroads of the country, and, therefore, forms an 
important factor in the problem. 

serious difficulty, however, with this type is that none of 
them will couple automatically with the old drawhead unless 
the latter has a closed throat, so that the link will be pushed 


(This difficulty is common to a great 


on to the hook or against the dog to allow the pin to drop, as | 


the case may be. 

All those familiar with the subject will recognize that this 
requires a link of a standard length, and a throat both in the 
old drawhead and in the automatic drawhead of a standard 
depth, shallow enough to insure the link being pushed so as 
tosecure connection, and deep enough to permit the,drawheads 
to come in contact after connection. 

Inasmuch as a very large proportion of the old drawheads 
are either skeleton or hollow too far back, this requirement 
makes an automatic coupling with them impossible. 

It isdesirable that a standard link be adopted and that all 
drawheads be provided with a stop in the throat so as to 
mit the link to enter but 14 in. beyond its middle point. 
could be done at a trifling expense. 

It is quite obvious, therefore, that any automatic coupler 
requiring a link longer than the standard (say 1014 in. inside 
measurement)sis ong me defective. This is equally true 
with re to any fixed link coupler. 

It is also asserted that any hooked coupler (such as Archer, 
etc.), is apt to have hook wear away, thus rendering uncoup- 
ling liable—this fact gives an advantage to a pin. 

he law of the state, as it exists to-day, is very broad. It 
provides that no coupler shall be placed upon any new freight- 
car * * * unless the same can be coupled and uncoupled 
automatically without the necessity of having a person guide 
the link, lift the pin by hand, or go between the ends of the 
cars, 
* Such coupler might be defective, however, in many of the 
respects Leretofore pointed out. The strict legal duty of the 
Board would be fulfilled in seeing that the railroad corpora- 
tions adopt such devices as come within the law, however de- 
fective in other —- ; and, indeed, it is the only positive 
pow vested in the rd in the premises. It has deemed it 
tter, however, to call attention to the matters hereinbefore 
mentioned, and to make the following recommendations : 


CONCLUSIONS AND RECOMMENDATIONS. 


The Board of Railroad Commissioners recommends : 

First.—That the standard height of draw-bar of the Mas- 
ter Car-Builders’ Association, viz.: 2 ft.9 in. from top of rail 
to center of draw-head when car is empty, be adopted by all 
railroad corporations ; that new cars be made to conform 
thereto, and that old cars when repaired be made to conform 
as nearly as possible. 

Second.—That all freight-cars not having platforms be 
equi: with deadwood blocks to conform to the standard of 
the Master Car-Builders’ Association. 

Third.—That a standard link be adopted of 10% in. inside 
measurement and 13 in. outside measurement. 

_Fourth.—That all existing link-and-pin drawheads be pro- 
vided with a stop in the throat to prevent a link entering 
more than 7 in. 

Fifth.—Of the couplers presented to be tested on June 16 
and 17, the Board finds the following to fulfill the require- 
ments of the law : 

There are many others of which the Board has drawings or 
models, and which possess merit ; but as to them the Board 
makes no mention, for the reasons ; first, that cars were not 


equipped with them ; and, second, that but little weight can 
be given to the working of a model alone. 

Those practically tested are divided : 

First.—Into classes mentioned in what the Board regards 
as the order of merit. 

Second.—Each coupler is mentioned under its class in what 
the Board regards as its order of merit. wawa &t 

FIRST CLASS. 

A.—Link and pin couplers; pin held up by catch or dog, 
The dog is thrown back by link entering, allowing pin to 
drop automatically—uses standard link and couples auto- 
matically with old draw-bar if stop in throat, or, 

B.—Beveled pin permitting link to slip under: 

Hoag; McKeen; N. Barr; chews United States; Robin- 
son; Keeler; Sherman; Thurber; Whitman-Kilmer ‘beveled 
pin); Wilson (beveled pin). 

SECOND CLASS. 

Vertical hook and link. Link pushed on to hook. Couples 
automatically with old drawbar if stop in throat: Archer; 
Aikman; Marks; Smillie; Baldwin; Fennell. 

THIRD CLASS. 

So-called ‘‘ vertical plane couplers.” A knuckle opening 
in a horizontal plane, fits into a corresponding knuckle on 
other drawbar—does not couple automatically with old 
drawhead, except Cowell, wh.ch has throat in face: 

Janney; Barnes; Cowell; Thurmond; Dowling; Hien; Titus 
& Bossinger; Boston Automatic; Lorraine. . 

FOURTH CLASS. 


Fixed link. Does not couple automatically with old draw- 





This | 


al: 
Ames; Curtis & Wood; Adams; Felthausen & Lawten- 
slager. 

MISCELLANEOUS. 
| Powell: Has a toothed wheel to serve for pin. 
| but practicability has not been demonstrated. 
| automatically with old drawbar. 
| Wood & Drake, doubttul utility. 
| utility. 


Ingenious, 
Couples 


Kaltenbeck, doubtful 








“Bogie Carriage,” Lancashire & Yorkshire Railway. 


The accompany engravings, for which we are indebted to 
| our contemporary, the Engineer, show very clearly the con- 
| struction and proportions of a type of passenger car much 
used on the fast express trains of most English railroads. It 
will be seen that the car is about the same length as a first 
class coach used here, and conveys about the same total num- 
ber of passengers, 55 in all. The passengers are, however, of 
three different classes, and a space is devoted to baggage 
This makes the one car a train in itself, and it can, therefore, 
| be run asa through car and detached at any way station 
without necessitating any transfer of baggage or change of 
passengers. 

It will be noticed that the car is provided in the centre with 
a water closet and Javatory. These can, however, only be 
used by the first-class passengers, and are not accessible to 
the second and third class passengers. As, however, these 
conveniences are provided at the stations, and are kept clean 
by special attendants, the want of this accommodation 
is not so much felt as might be supposed. In fact, many 
English travelers object to sit for several hours in close 
proximity to anything that may possibly exhale evil odors: 
and therefore in this case a passage is provided between the 
first-class compartment and the saloon. 

The body of the carriage is, as usual, not built solid with 
the sills, but can be easily detached by removing a tew 
holding-down bolts. Rubber blocks about 1 in. thick are in- 
terposed between the body and sills, and aid in deadening 
jar when running et a high speed. When the carriage has 
to be repaired, the body can be easily detached and sent into 
one shop for repair, chiefly to the upholstery, while the sills 
can be sent into another shop and the brake and iron work 
overhauled. 

A great deal of pains seems to have been taken to make the 
car ride smoothly. Not only are six-wheeled trucks used for 
a car of moderate length where four-wheeled trucks would 
have sufficed, but independent semi-elliptic springs are placed 








Constructed at the Company's Works, Manchester, 


above each axle-box. The hangers, moreover, of these springs 
rest on rubber washers, so that but little jar and concussion 
can be transmitted to the bolster springs. Rubber is again 
used between the centre plate and side bearings, and the sills, 

The car sills are deeper and heavier than usual here, the 
outer sills being 914 mm. by 414 in., and the middle sills 11 in. 
by 5in. The outer sills are moreover stiffened with heavy 
angle-iron 10 in. by 4 in, by 14 in. Steps are attached to the 
sides of the truck, so that passengers may alight easily 
should the train come to a stand away from the regular high 
platform. 

The sides of the car below the windows are painted a rich 
lake, while the upper part is brown, relieved by gold and 
black lines. The second and third class compartments are 
comfortably upholstered and provided with parcel racks 
ete. The first-class compartment is finished in light polished 
oak and upholstered with blue cloth. Mirrors are provided, 
and portable luncheon or card tables, which can be detached 
and folded away when not wanted. 

Each compartment is lighted with gas distilled from oil by 
Pope’s system. Special ventilators are provided over the 
doors, but there is no clerestory, which is not much liked in 
England, the leakage, fall of cinders, and extra resistance to 
high side winds being serious objections, which, after con” 
siderable trial, have been found to outweigh the advartages 
of the clerestory roof. 

The car is fitted with the automatic vacuum brake, and in 
connection with this each compartment is provided with 
means of signaling the conductor. A smell glass can be 
broken by a suspended knocker, and air admitted to the 
main pipe, destroying the vacuum and applying the brake. 

The carriage is exhibited at the Liverpool International 
Exhibition, now open, and was designed by Mr. Fred. At- 
tock, Carriage and Wagon Superintendent of the Lancashire 
& Yorkshire Railway, at whose works the car was built. 








The Standard Height of Drawbars for Freight Cars* 


It has been known for a long time that one of the most 

rolific causes of accidents in coupling cars is due to the vary- 
ing height of theirdrawbars. For that, and for other reasons, 
the Master Car-Builders’ Association soon after it was organ- 
ized took the matter up and attempted to establish a standard 
height for this important organ, it may be called, of freight 
ears. In 1872, after a somewhat acrimonious discussion, the 
Association recommended 2 ft. 9 in. as the standard height, 
but, unfortunately, the resolution which was then adopted 
did not specify whether this height was to be measured when 
the car was loaded or empty, and, consequently, for years 
thereafter, some of the members built their cars with draw- 
bars of that height above the tops of the rails, when the cars 
were new and empty whereas others made allowance for the 
effect of the lading, and aimed to have the drawbars 2 ft. 9 
in. above the rails when loaded. Still other companies 
established standards of their own and paid no attention to 
the action of the Master Car-Builders’ Association. It seems 
probable, too, that there were among the members of that 
organization a considerable number who were ignorant of 
its action, or who never took the trouble to make their prac: 
tice conform to what the association recommended. 

At the annual convention of the Master Car-Builders’ Asso- 
ciation, held last year, a committee was appointed ‘‘ to sub- 
mit detailed drawings of dead-blocks to be adopted as stand- 
ards by the association.” This report shows that there is 
still a good deal of difference in the height of drawbars of the 
principal railroads of the country, and a still greater varia- 
tion in the height of dead-blocks. The Committee therefore 
presented to the Master Car-Builders’ Association the follow- 
ing question : ‘‘ With the prevailing practice described, what 
is the best method to adopt to secure uniformity? Is it to 
adhere to the standard which was adopted 14 years ago, or 
would the end aimed at be best secured by a modification of 
it to suit the existing practice of the principal lines ?” 

The Railroad Commissioners of New York have recently 
been testing various automatic car couplers. _ In their report 
they recommend the general adoption of the M. C. B.’s stan- 
dard keight of drawbars and dead-blocks. By referring to 
the table which forms part of the report of the Committee 





on Dead-blocks, it will be seen that the standard height of 
drawbars of the New York Central. the New York, Lake 
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Erie & Western, the Pennsylvania, and the Baltimore & 
Ohio railroads is greater than the standard of the Master 
Car-Builders’ Assuciation. The same thing is true, but to a 
greater degree, of the height of dead-blocks. Allof the four 
roads named have a considerable mileage in thestate of Obio. 
Now, supposing that the Ohio Railroad Commissioners should 
take the matter up, what height of drawbar are they likely 
to recommend ¢ ould they probably ask the four princi- 
pal lines in the state to abandon their practice and conform 
to that of lines which own a much smaller number of cars, 
and which have little or no mileage in Ohio? The next step 
to a recommendation of the commissioners is legisla- 
tion compelling railroad companies to conform to 
what has been recommended. If the idea once gets 
fairly into the minds of legislators and the public, that vari- 
ation in the height of drawbars and dead-blocks increases 
materially the danger of coupling cars, and interferes more 
or less with the interchange of traffic, 1t will probably not be 
long before there will be some compulsory legislation 
thereon, similar to the laws referring to automatic couplers, 
which so many of the state legislatures have adopted. When 
this time comes, it will be of the utmost importance that 
there should be agreement among the principal railroads cf 
the country regarding the standard height for both draw- 
bars and dead-blocks. It is to be regretted that all the rail- 
road companies did not adopt the standards recommended 
years ago by the Master Car-Builders’ Association, but the 
fact remains that they did not, and that the cars which con- 
form to those standards are a minority. It is very much 
easier to raise cars up than it is to lower them. All that is 
required to increase the height of drawbars is to block up 
the center-plates and side bearings. 

For these reasons the Committee recommended an increase 
in the standard height of drawvars and §dead-blocks. This 
excited a very animated discussion at the convention, which 
resulted in a refusal to adopt the first two recommendations 
of the committee. This action indicated that the members 
who carried it through were either indifferent to the matter 
of uniformity, or else that they thought it would be more 
certain to be brought about by adhering to the action tuken 
in 1872. With the great trunk lines united in favor of the 
Committee's recommendations, they will be almost sure to 
be carried ultimately. If, in fact, when the question was 
decided, the representative members had voted in proportion 
to the number of cars owned, as they have the right to under 
the constitution, the result would probably have been differ- 
ent from what it was. 

It should also be noticed that, at the same meeting, a com- 
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mittee which was appointed to report on a standard height | 
for drawbars for passenger-cars, recommended that it be 34}, | 
in. This was referred to a letter ballot for decision. If | 
adopted, there will then be three distinct standards for the | 


height of drawbars, 33 in. oy oo by the Car-Builders in | conditions for its making a good showing, and that under 
ennsylvania system, the Bal- | other circumstances it is quite otherwise. No damage was 


1872; 35, the standard of the 
timore & Ohio and other main lines of road; and 341%, the 
standard for passenger cars. If the recommendations of the 
Committee, that the standard height be not more than 35 in. 
when the car is empty, nor less than 33 in. when it is loaded, 
had been adopted, it would have been accepted by the Com- 
mitteeon the Height of Drawbars for Passenger Cars, and 
there then would have been one standard for all cars. Avs it | 
is, the whole matter is in a confused condition, so that it is | 
quite certain te force itself on the attention of the Car-Build- | 
ers’ Association again in the future, and ultimately it will be 
decided upon breader principles than those which seemed to 
animate some of the members who helped to defeat the 
recommendations of the Committee, which, if adopted, would 
have established a standard to which all the railroads of the 
country could have made all their cars conform,—American 
Railroad Journal. 








The Burlington Brake Tests. 


Our report this week brings the Burlington brake tests 
nearly toa conclusion. The utility and value of the tests, 
however, will not fully appear until there has been more 
time to collect and collate the records, so as to accurately 
indicate just where, when and why each brake showed good 
and bad points. In reporting the tests we are divided 
between the desire to enable our readers to do this by pre- 
senting comparative tables of the very imperfect records | 
which as yet are the only ones available, and our unwilling- 
ness to aid in disseminating imperfect, and, possibly, in some 
instances, very misleading, alleged facts. We conclude it 
will be better for the present simply to describe the tests as 
they occur, without attempting any definite comparisons. 
It should be borne in mind in comparing the following fig- 
ures that they are all, especially the speeds, justly liable to 
suspicion, not being a part of the corrected records of the 
tests. Next week we shall probably be able to begin the 
publication of definite comparative tables. 

On Monday, July 26, a single run of the American 50-car 
train was made ‘‘ emergency stop,” with the rear 20 cars cut 
out, the first of a series of such runs which it is contemplated 
to make, one for each competitor. Actually, there were only 
48 cars in the train. It was hoped that this would consider- 
ably decrease the violence of the shocks, and perhaps it did, 
for there was no impact gauge when the first and last Ameri- 
can emergency 50-car stop was made, when the shocks were 
terrific; no one of them so bad, perhaps, as the single one 
which comes with a Westinghouse emergency stop, but more 
of them. With the rear cars cut out the number of shocks 
was less as well as their violence, but the latter was consider- 








able, as appears from the following record of stop 1; 
Impact gauge 
moved. 
RS coal nieaaMachcivicte: Sbinann Cand Oe aR See R Mee. week 2ft. Yin. 
Sligbt lurch.. ... Nothing 
Bump.... . $ft. 114 in. 


and broke the rear drawbar next the way car. Chairman 
Rhodes was slid aloug the floor resting on his wrist, and the 
others present were scattered around a good deal. In this 
connection it may appropriately be noted that the free lnk 
slack in the American train is less than in any other, being 
only about lin. In this run likewise the leverage had been 
increased by throwing the brake-beam 2 in. further down on 
the brake-lever in hopes of ameliorating the breakage of 
brake-beams, which it did. The rear drawbar was so badly 
broken, however, that it was not safe to make another stop, 
and stop 2 was omitted. The record of the run was : 


Speed. Distance Time. Impact gauge. 
Stop No. 1.. ..... 21 479 3344 4714 
io: “ere aa ae § 235g (lurch 0 7-16) 
ee, ete 21% 558 27% 1 3h, 04 
OE iaxgnns 384 1880 £434 30, 4h 


The train was made up of 48 cars, rear 20 cut out, and as 
another car was set out at West Burlington on account of 
the broken drawbar, the train continued with but 47 cars 
down the grade. 

The middle cars of the train rode well. 

The Eames Company was then called on to begin the 
‘Service run down hill” test with 50 mixed cars, with speed 
worked up te 20 miles before reaching the starting point, 
then reduced to 15 miles and held there as nearly as possible 
down the grade. 

The first test was made with 48 cars. The performance 
was again not particularly good, owing to lack of practice 
apparently, and was improved on at the final trial. The 
whole run was only 2 miles long. It is not the strong point 
of any power brake, but no serious difficulty was developed. 
The second trial with 49 cars was better, the time being six 
minutes from start to finish. Asa whole, the Eames Com- 
pany made a very fine record, and rather excelled the sub- 
sequent performance of the Westinghouse. 

The Westinghouse Company was assigned three tests upon 
the same terms as the Eames Company for the afternoon. 
The first test, began at 2:10 p. m., was not completed, as the 
train broke in two between the tender and the dynamometer 
car, when about 400 ft. east of stop No. 3. The three runs 


| second trip after No. 3 stop the train broke in two at second 
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lead to great hopes of the utility of the American were it not 
that other tests, especially a fearfully bad performance on 
the following day, indicate that these are the most favorable 


reported in these two trips. 

The Eames 50-car loaded trips were attended by more 
breakage, as was natural, both from the badness of the cars, 
which are rather the weakest of those of any company here 
and from the heavy loadshandled. On the first trip there was 
the break in two and broken centre-pin noted below. On the 


coupling from rear, from a broken drawbar. It was some 
time before the front end was stopped, no doubt owing to 
brakes being off at front end because the engineer was work- 
ing his large ejector to get up vacuum, and maintained it on 
front part of train in spite of the train pipe being open at 
therear. This there is reason to believe is one of the diffi- 
culties inherent in the vacuum type. As it is to be made the 
subject of special investigation, however, we postpone any 
further comment or explanation. 

At the No. 4 stop the train again broke in two during the 
stop, another drawbar yoke having broken at the tenth 
coupling from the rear. The train parted about 10 ft., then 
closed, and then separated about 15 ft., the brakes acting 
well, but the automatic feature being dormant from the fact 
that brakes were already applying. The break-away quick 
ened the application on the rear, however, and thus prevented 
shock. 

Going back there was a third break in two from a broken 
pin at the fourth car ahead of the middle of the train. 

After the following No. 4 stop a car near the middle of the 
train broke a truck spring-hanger and was set out, which 
completed the breakage list as discovered during the run. 
The complete repair lists, when made up, will show more 
damages for this and all trains. 

The following was the record for the day: 

TvueEspay, July 27. 
AMERICAN, 48 Empty Cars—Service £Tops. 
Rear 20 cars cut out. 





TEST No. l. 
2 B 4 
22 35 24 37% 
734 1,569 1,040 2.389 
33 484 z 40% 6434 
- j arg 164% 834 13-16 % 
Impact-gauge .... .. ) 12-1346 95-16,05-16 03-16 9-16 
Test No. 2—EMERGENCY STOPs. 
Truck of one car near rear cut out. 
a canmeandteianne 1 2 3 
oY ere ‘ike 22% 304% 24 40% 
Distance....... ..-s. 511 865 657 2,024 
ND ainacinss <4! wean 2234 31% 29 56% 
{2934 2956 287% 37% 
Impact-gauge ...... y17 116° 911-16 188% 9 6s 
Eames’ Vacuum BRAKE. 
48 loaded, 1 empty car—Service Stops. 
TEST No. lL. 
ree 1 2 3 4 
Speed........ . 21 32 2416 3414 
Distance........ 946 1,723 1,544 2,706 
Time .. ........ 4% ois - a3 ” 13844 
(3h 3-16 ( ) 3 (2 3g) 3 1-16 
Impact gauge... 243.16 414 01820788 iT 


After fourth stop broke in two at eighth car from end. 
Hand-brake used on rear to prevent running into front sec- 
tion. Drawbar yoke broke, and one centre pin near middle of 
train. 


TEST No. 2. 
49 cars, 48 loaded; for stop No. 4 only 48 cars. 
UD icicceandbaace 1 2 3 . 4 
NN 56 he keecennedess 19% 30 22% 31 
Distance ..... ..... 713 1,425 1,03€ 1,908 
ie skissank -svancins 35 4734 43 64 
Impact gauge ...... ..03 (0 34)5g (0 3g) 23-16 train 
parted. 
TEST No. 3. 
47 cars, 46 loaded. 

BOB icc cscanensene 1 2 3 4 
a BP 30% 21% 35 
Distance..... aban aac 1,423 1,009 2,688 
| eee, 4916 44144 S4 
Impact gauge.......... 0 1-64 0144,01-16 (05-16)21-16 135¢ 


On Wednesday, July 28, the ‘‘ break in two” tests began, 
although a large assortment of unintentional break-aways 
had already occurred, which had well shown the importance 
of this feature, and seemed to make any official tests some- 
what superfluous. They canhardly be called so, however, 
as they developed important features which are to be looked 
into further. 

The tests were made on 25 car mixed trains, 75 per cent. (9 
out of 13) of the loaded cars being in the rear section. The 
pin was pulled between the 12th and 13th cars from therear. 
In all the test trains, the dynamometer car at the head of the 
train and the way car at the rear are in addition to the speci 
fied number of cars, the autographic brake-rod tension and 
velocity apparatus between placed in the middle one of the 
braked cars undergoing test, being transferred from train to 
train. This car is necessarily always empty, even in the 
loaded car tests, and the brakes on one truck are always in- 





were completed the same afternoon and showed a continual 
improvement, but hardly as good a record as the Eames. 
Tuesday, July 27, was devoted to tests of the American 
train, 50 empty cars, rear 20 cut out, two trips of which 
were made, the first service stops and the second emergency, 
and to the three trips of the Eames loaded 50-car trains. 
The American Brake made its best record with 50-car trains 
in the first run, stops 1 and 2 having been exceedingly good 
as respects impact at the rear, and stops 3 and 4 not bad, as 
will be seen from the record below. The emergency run 
was likewise not particularly severe, the worst stop having 
given a 87; in, impact, which was much the same as the 
Westinghouse made with the same train on the following 
Friday, and the stops likewise are quite as good as the West- 
inghouse if not a shade better. This record on its face might 





operative, since the brake-rod tension is expended instead on 
the spring of the recurding apparatus. 

Only the Westinghouse and the Eames companies partici- 
pated in this test, the buffer brakes, which can only rely on 
the brakemen in such cases, not caring to enter it. The tests 
were made by a 20-mile break at stop No. 1, then backing up 
and making a40-mile break at the same stop ; then back- 
ing up and making a second 20-milie break at stop No. 1 and 
a 40-mile break at stop No. 2. This was done to save time. 
The engineer shut off to take the slack out of his train, so 
that the pin could be pulled, then pulled out to imitate the 
conditions of practice as nearly as possible ; then, when he 
felt the brakes going on his train, shut off. The Westing- 
house tests came first, and they were very good, as appears 
below. 





then closed, and then separated 5 ft. No casualties were re- 
ported, and the impacts were all under 114 in. 

The American 50 car mixed loaded and empty “‘service” 
drop down hill, all cars braked, then intervened and was 
certainly a tremendous performance. We gave a short sum- 
mary received by wire last week. The train got away with 
48 cars, and, before reaching the starting point, broke in two 
at two points with impacts of 13,3, in., lurch of 7 and bump 
of 28,;, which are pretty severe. This was the effect of a 
slight variation in the speed of the engine. At the ninth 
coupling from the rear there was a broken link, and further 
ahead a broken pin. The link was twisted as if by a boiler 
explosion. 

Going back fora new start there was a second violent 
shock, which broke a Safford draw-bar on the car immedi 
ately back of the dynamometer car (which was for the time 
being at the rear of the train), and thus permitted it to tele- 
scope over the platform of the latter, smashing it in consid- 
erably. Engineer of tests Wallis was at that time recreating 
himself by sitting on the platform railing, and was consider 
ably surprised by receiving a sharp blow in the rear from 
the side of the box-car as a suggestion to go inside, which he 
did. Asoneof the trainmen put it, ‘‘he will be no whiter 
when he is buried,” and with no little reason. Another man 
was standing holding on to the brake-wheel when it broke in 
his hands. Chairman Rhodes was on top of the train and 
nearly fell between the cars. No serious harm was done, 
however, and with 46 cars, the rest being out for repairs, the 
service run began. 

It was an experience which those who shared it in the rear 
car (among whom were none of the four or five representa- 
tives of the brake on the train) are not likely to forget nor to 
repeat. On the engine the motion was good. Orders to be 
exceedingly cautious were given the engineer, after the disas- 
trous experiences detailed; he was not required to attain 20 
miles per hour for starting, and beyond putting on his brakes 
slightly at the top of the hill, which he found reduced speed 
very fast, so that he threw them off very quickly, he did 
nothing whatever to put on or keep on brakes, but was sim 
ply a passenger. 

In the middle car the mo ion was not bad to the senses, but 
the diagram of the brake-rod tension, which we shall publish 
next week if possible, shows that the brakes went on and off 
in wave-like fashion some 28 times. 

In this car were four representatives of the brake com- 
pany, who thought until the run was ended that it was doing 
very nicely. 

The ‘‘ music” was in the rear car, as previous tests had 
clearly indicated was likely to be the case. The speed through- 
out the train was very irregular during the run and it oc- 
curred from the undulatory applications of the brakes, with- 
out any brakes set at the head of the train, which produced 
the following ‘‘ bumps,” as measured on the impact guage by 
Chairman Rhodes, with a pluck, coolness, presence cf mind 
and devotion to duty which has been conspicuous through- 
out the tests, and needed in a large part of them, but nowhere 
more so than in thisrun. The weight traveled the entire dis- 
tance of the trough several times, as did also the legless chair 


made thuswise : 


in which Chairman Rhodes sat and slid along the floor, and 
the seat cushion on which ‘‘ Uncle Ben” Welsh of the com- 
mittee reclined as assistant slidometrician. The present 
writer might have assisted Chairman Rhodes in keeping fhe 
records had his head been sufficiently level, but he found it 
difficult to keep his head level during the ensuing run of 10 
minutes and about a mile and a half, since it was thrown over 
28 times to the horizontal during the run by the following 
bumps : 








n. In. 

Bump 174 14 

«934 ~~‘ (and touched side.) 2334 

“ Hee “ a - 3 

: 1054 34 

a 53 = 

“ 13% “ “ ‘ Mage 

“156 ‘ “ ; 

“ 18 * oT 18 7-16 

“ 6% 0% 

“836 . 63 

«Babe a “| 

“ 29 | 395% 

“ 16% “ “ io | 

“ 113g “ “ se | 


when the train broke in two at two points, evidently from 
the effect of the 63 in. bump, a hnk being broken at the 
eleventh coupling from the rear and another one further 
ahead. When the train had been stopped by the hand 
brakes as it was without collision, it was found that the care- 
fully piled loading of car wheels, which had been stowed with 
more than usual care with a heavy stick across the end to 
guard against this very contingency had knocked out the 
end of nine of the rear carsso that the wheels were projecting 
from some of them, and with one or two more lurches like the 
Jast would have fallen on the track. Asthe cars were entirely 
new and unusually strong, being really 60,000 Ib. cars, the 
violence of the shocks can be appreciated. They averaged 
14% in. each, coming about 20 seconds apart in time and 
275 ft. in distance. An 8 to 10 in. bump is the limit which 
has been fixed on as one of the endurable kind for regular 
service. 

After this experience the American Company declared that 
they did not wish to make any more regular 50-car tests, al. 
though the chance was offered them, and they are to make 
some unofficial trials after the tests are over. They claim 
that with 20 rear cars cut out there would have been nothing 
like this happen, and it would unquestionably have amelior- 
ated the shock; but had the cut out cars been scattered 





At the second stop No, 1 the train separated some 20 ft., 





through the train this is far more doubtful, 
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{n the afternoon the Eames “ breaks in two” were taken 
up. Their first break in two led to a bump of 16% in., and 
the two sections came together with some force. The Eames 
Company claim that this was because the engineer did not 
use his large ejector so as to take off some of the brakes in 
front, even if the brake pipe was open in the rear. This 
whole question is one which we can consider to more advan- 
tage later, when all the facts are in, and therefore, for the 
present, we pass it. The runs of the Eames train were much 
longer than the Westinghouse after breaking in two, as will 
appear below. 

On the return the usual casualty with the Eames train hap- 
pened, a break in two from a pin jumping out, which held 
the brakes on for some time. A couple of drawheads were 
also broken, making it necessary to set out two cars. 

On the second (40 miles per hour) stop the sections sep- 
arated 423 ft., the working of the large ejector throwing off 
so mavy brakes on the front section that the retarding force 
was small. It was plainly determined to have no coming to- 
gether of the sections this time. 

The results of the break-away tests were as follows : 

The Westinghouse, 25 mixed cars, running at 20 and 40 
miles on the level, train to be broken in twoin the middle and 
distancerun by first part of train to a stop as well as distance 
between sections of train to be noted at the complete stop of 
both sections : 


TEST NO. 1. 
: Train 
Distance sections 
Speed. 1st section. — difference. 
Stop No. 1 Sacummmeweee 24 275 55 feet 
ree ose 600 2iK 5 ~ 
TEST NO, 2, 
Stop No. L ebanpeenaks 25% 319 134 35 
3716 627 19 kA 


At stop No. 2 of test No. 2 the two sections of train came 
together with light shock, afterward parted and came to full 
stop with the two sections five feet apart. 


The Eames brake was then tried under similar conditions, 
and tests gave the following results : 
TEST NO 1. 
Distance. Train sections 
Speed. 1st sec. Time. difference. 
Stop No. L.......22% 374 15 Came together 
eB. Gat 36 1,914 5% 423 
TEST NO. 2. 
Same except 12 loaded cars, 11 empty. 
Distance. Train sections 
Speed. 1st sec. Time, difference. 
Stop No. 1 inwietisre 254 748 : 150 
. came 6% 1,342 37% 25 


The tots of Thursday, July 29, were ushered in by an 
Eames 25-car mixed train, arranged as usual, rear 20 brakes 
cut out, in continuation of the special test series. The first 
rub was service stops and the second emergency stops. 

The results were: 


TEST NO. 1. 
Service: dpeed. Distance. Time. 
Stop No. 1 kat pees mennreseen 2134 381 3114 
Vebe snob sseecenéene 38 1,874 59 
3 pace eaeennssnewbaig 21 964 46 
G. cveqevecsscacenns 41 3,684 102 
TEST NO. 2. 
Emergency: 
Stop No. 1 okie nidc< ees eee 22 615 31 
aon. date eee 6:36 57% 
3 (meeethe sanoabeans 1% 872 44 
‘ Ri veiascacss wanes 3946 3,017 91 
The slidometer record of bumps was very good, as follows: 
TEST No. 1. 
Stop No. i Scie caapnibnlns a aleemntng saan, she ckiaieale 105-16in. 2%in. 
sik pameehenith’ “asas Sawa eeu aman le 3-16 in. 
Nos. 3 pa 4.—No bump. 
TEST NO. 2. 
Stop No. 1 phe chided aanemmiende Malebion SOA iak 18 in. 
sSabgacendath outed bee eee taeee 173% in. 3% in 
3. Nese: ame weniashenneuie whieh Renasilinien 22 3-L6 in. 
 Bicscviensewscnandasss ob cena cameos 16% in 


The ameliorating effects on the shocks of cutting out the 
rear cars is evident, but the stops as a whole were not a par- 
ticularly brilliant performance. Until the correct speed rec- 
ords are made up and the other details have been signed, 
we forbear entering into the discussion of comparative effi- 
ciency and the noticeable variations in the stops which the 
statistics invite. 

Following the Eames tests came one of the Widdifield & 
Button, with 50 empty cars, the brakes on the rear 20 cars 
cut out; service stops. The record was : 


: a a. Distance. Time. Impact gauge. 
res 877 40 32 13-16, 32, 4% 
a er sa 2,231 71 1434. 734 Sa 3} 

om Bons keannk 21 T3L 42 151-16, 36 (%). 13 11-16 
icivneidelinck sie 4L 4,592 125 (as below) 


Anything but a good record, it will be seen. . The slidom- 
eter record for No. 4 stop was especially bad, and resulted 
inthe Widdifield & Button withdrawing from the emergency 
Tun which should have come next in order. The slidometer 
record of the last stop was as follows : 


143g 41-16 
55g 81-16 
rh 7% 
‘ 
28% 636 
0 1-16 
115-16 te 


The disgusted train then broke in two at the third car 
from the rear, knocking the mouth off a Potter drawbar; 
and the way-car was knocked back off the forward truck, 
badly bending the centre-pin. The train, however, hauled 
through the yard without the shocks which had attended its 
slow movement with all cars braked. 

The Westinghouse 25-car runs, rear 12 cars cut out, were 
then taken up, and resulted as follows : 


Servs TEST No. 4, 
ervice Distance. Time, Smagact gauge. 
“6 in. 
1,652 46 97-16 “ 
960 3814 A - 
2,672 71% 7 
TEST NO, Od. 
Distance. Time, Impact gauge. 
70 34 8% in. 
1,690 


It will be seen that there was but little difference either in 
the stops or in the impacts between these two runs, again 
illustrating that it is only as trains grow longer than about 
30 cars that the impacts become very serious with fairly good 


power brakes. As a whole, the day was remarkably free 
from casualties to rolling stock and from severe shocks to 
the occupants of the rear car. 

Friday, July 30, was a less fortunate day as respects break” 
age, but one of the most important of the whole as respects 
the results of the tests. The severe shocks experienced with 
50-car trains with loose couplings had suggested some days 
before that a test should be made of the effect of tight coup- 
lings, so far as its effect could be imitated by blocking the 
slack out of the links. The Westinghouse train of Burlington 
& Quincy cars, from which the severest shocks have been re- 
ceived and which likewise had the most slack, was selected for 
the test. For the test a lot of 3 in. scrap arch-bars were cut 
up into pieces about 12 in. long, punched and riveted to- 
gether near the centers, making a very snug fit in the links. 
No trcuble was experienced from their jumping out, and 
they took out 3in. of 3!¢ full slack. The result was cer- 
tainly very decisive and convincing. 

The train was made up of 49 empty cars, or within one of 
the same number as bad been used in the earlier empty cars 
emergency runs. The cccupants of the rear car were sub- 
stantially the same as those who had taken the first runs in 
the same location on the train and it may be safely surmised 
that every one of them hoped in his heart that the 3 in. 
blocks would prove reasonably efficacious. Of one of the 
occupants we are ina position to assert this with absolute 
certainty. Their hopes were not disappointed, as the follow- 
ing record shows that, while the stops were on av average 
quite as good as the previous emergency stops, the shocks 
were of the following mild and gentle description . 


Test No. 1. Westinghouse, 40 empty car trains, emergency 
stops, close couplings. 
Speed. Distance, Time. Impact gauge. 
Stop No. 1.......... 22 418 18 18 7-16 
“8 8 39% 939 2434 1534* 
iad © Raccrcennes 26 513 19 193% 
woe 4 43 1,106 254 21 


A 20-in. bump will throw a car-load of stock toward one 
end of the car in very energetic fashion, but is a very differ- 
ent affair from a 20-ft. bump, at which figure the Westing- 
house loose-coupling shocks were estimated in our account of 
the slidometer, the invention of which was the result of 
them. That, however, was before a large experience in tak- 
ing bumps had educated the rear car party as to the easiest 
way to take them, and on a comparison of views it is now 
their unanimous opinion that the shocks were really about 10- 
ft. shocks. 

The amount of slack in the C., B. & Q. cars is unusally 
large, and may be estimated for each train about as follows: 





slack 
Le. ee ae Re a Pree eee ee 3% in 
From bending of pins and occasional slack springs in 
GIO AUBPE. ... .crcccse t+ ccnsowed cnvesses cee 
In springs, 214 in., total wotion in 15,000 lb. springs, “all 
ot which (and considerably more, if there were more) 
is beyond question. used up in every shock, but with a 
diminution of the force of the blow, so that the 44% in. 
of spring sleck may be estimated as the opeeatest in 
TROD GUE GE stccccckctenpecchousss sbs0deen-055s00% 00% 2% in. 
Total free slack or equivalent . 6 eased ren 4 in 
Of which there was taken up by the blocks........... in. 
Leaving in close coupled tr ain, per car.................- 316 in. in. 


Or nearly as may be balf as much free slack, with the re - 
sult that, with a 50empty car train: 


614 in. of oe slack, 27 ft. in the train, give an impact at 


ee GORE Ge. asd chstdesvdietend nscansonesuaaues 120 in. 
3% in. of doops slack, “14% ft. in the ‘train, gue an onngend 
yg ere ee ‘ 20 in. 


A more convincing demonstration that much slack pro- 
duces injurious shocks in the train could hardly be made. 

This test was quite apart from the brake tests proper, and 
Was made only because all the men, material and appliances 
were at hand to test one aspect of a question which the brake 
tests proper had shown was important as respects the handling 
of the brakes. Chairman Rhodes therefore very speedily 
decided to make the test even at the cost of lengthening out 
the already long and costly brake tests, and taking more of 
the severe shocks, of which he has taken far more than any 
other man on the ground. 

One test, however, suggests another. Freight cars are not 
built primarily, as we said last week, for the sake of stop- 
ping them easily, but for the sake of starting them and haul 
ing them easily. It bas, therefore, been decided to make a 
still further test, aided by the skilled personnel and tech- 
nical facilities on the ground for another purpose, to deter- 
mine definitely just how much, if any, difference the loss of 
that amount of slack makes in the starting power of engines. 
This test, which will not be second in importance to the 
brake tests proper, will be made in the most thorough way, 
and will for the first time shed some definite and trust_ 
worthy light on this question. To make such a test properly 
is difficult, and while many hasty and more or less careless 
tests have been made, it is questionable if any have ever been 
made before in a way to give reasonably trustworthy results. 

The second run was the Westinghouse 50 empty car run 
(actually 49 cars), service stops, rear 20 cutout. Loose 
links were used, as in all the other regular tests. The fiftieth 
car was unavoidably absent, having its portrait taken for the 
Railroad Gazette, together with one car each of the four 
other trains. 





*Tbe common accident with the C., B. & Q. cars happened at 
stop No 2. Acentre-plate and centre-pin were brok-n on the 
fourth car from the rear, dis“laciug tue truck which was beld by 
the body-bolster, side bearings bearing against the wheel, vrr- 
cisely as bad happ ned a number of times before iu cases of 
severe shock. The centre-piates (no longer oe) are smail, 








weak and bevelled slightly so as to be easily displaced, 


Westinghouse brake service stops, 49 cars, brakes on 27 
cut out of 20. 


Speed Distance. Time. Dise. 
Ry 2 535 234 15% 
= Ws éabah en ibe 38 1,232 2084 #2%6 
* a ore 22 639 26 
a,  Mismseaseewae 39 1,238 H2h6 43 


All went smoothly in this test, except that the bumps at 
last stop, and, in fact, all of them, were unusually severe, which 
was afterwards explained in part on learning that the engi- 
neer supposed he had brakes on all the cars. The immense 
importance of training in the use of the brake for freight ser 
vice, however, was illustrated in this test, since the contras 
in the. quickness of stops Nos. 2 and 4 by no means corre 
sponds with the viclence of the shocks, A difference of some 
200 ft. only was legitimate on account of the difference in 
grade. To save that 260 ft. the shock was twice ‘as violent. 
Many still more striking evidences which the handling of the 
brakes have on the shocks will be collated later. 
A still more striking fact to be extracted from this record, 
and especially from the following, is that to all appearance 
the brake is as efficient when applied to only half the train as 
when applied to every car. In other words, the brakes on the 
rear half of long trains do no particular good, retarding the 
application of the brakes ahead almost enough to make up 
for all the work they do later. Positive evidence of this fact 
will appear in the brake-rod diagrams we shall publish 
sbortly, and its importance cannot be over-estimated. Com- 
paring the close-coupling emergency stops with brakes on al 
cars with those for service stops just given with brakes on 
only half the cars, the fact is indicated, which the following 
proves positively, 

Second run of same Westinghouse train, 48 cars, rear 20 
cut out, making emergency stops : 
Impact 
gauge. 


3 bumps, 
494 - 


Time. 


E peed. in 
- 21% 1744 


Distance. 
Stop No. i 379 


Oe Mi Bivins oe 927 25% 
And sheared the way car king-bolt off, displacing the truck 
in precisely the manner described in the preceding foot-note. 
The king-bolt in the sixth car from the rear was likewise 
found broken, and on pulling into West Burlington for re, 
pairs, both king-bolts of the way car were found to be broken 
making three on this trip. Runs for the day were there- 
fore necessarily discontinued. 

Stop No. 1 had done no real damage, and its 4 ft. bump 
could bardly be called a really bad one for a Westinghouse 
emergency, but it was bad enough to throw two of the 
Westinghouse representatives clear to the head of the 
train, leaving the Westinghouse Co. no means of judging 
how bad the shocks of stop No, 2 were except to consuit this 
journal. Similar accidents have happened to some of the 
other brake representatives, who have not as a whole shown 
any anxious desire to take their own bumps. 

A striking contrast in this respect was Railroad Commis- 
sioner L. 8. Coffin, of lowa. No one can consider it to be in 
any way the duty of a railroad commissioner todo more than 
to keep a general run of such tests, and perhaps try a trip or 
two, but Mr. Coffin turned up early in the tests in the rear 
car, and there he has been through all the tests, quiet, unas- 
suming, saying nothing to any one, and taking the knocks as 
they came, with a view of understanding for himself what 
there was in the brake question. Mr. Coffin is no longer a 
young man, but with the exception of Chairman Rhodes and 
the rear train crew has been more constantly in the rear car 
than any other one person, and his quiet fidelity in the disagree- 
able process of qualifying himself to talk on a public question 
before he began to talk about it won him general respect. It 
issafe tosay he knows more about the action of power 
brakes on freight trains than any railroad commissioner in 
the country, and than most of the railroad men. 

Saturday, July 31, the uncompleted Westinghouse 50 
empty car emergency run, brakes on rear 20 cars cut out, 
was completed, these stops likewise being decidedly better 
than the very best emergency stops which had been made 
with brakes on all the cars. Another king-bolt was broken 
at the No. 4 stop on the ninth car from the rear, but no dis- 
placement of truck occurred. 

Two runs of the American brake with 25-car mixed trains, 
rear 12 cars cut out, then followed, the first run with service 
stops and the second with emergency stops. Both showed 
fairly good results, comparing well with the similar West- 
inghouse runs except on the grade stops (in all these tests the 
engine brakes do most of the work and it always does far 
more than its share), and showing, as have all the American 
25 car stops, no seriously objectionable shocks. It has also 
been noticeable that in all the tremendous shocks to which 
the American brake-gear has been subjected not a single 
part has broken or given out. The company is therefore 
entitled to the credit of having come here with a thoroughly 
serviceable and mechanical device for 25-car trains, which 
a rational man might rationally favor even if it was not ab- 
solutely the best. It was the 50-car trains which Chairman 
Rhodes sagaciously insisted on having in the face of opposi- 
tion from many quarters which have rendered all parties the 
service of timely revealing difficulties which might have re- 
mained undetected till far more serious losses had been in. 
curred. 

The same can by no means be said for the Rote brake, 
which followed the American brake with its ‘first regular 
test ” of 25-car mixed train emergency stops, all cars braked. 
The record makes clear, what the cold brake-shoes on the rear 
five-eighths of the train made clearer, that the car brake does 
simply no work at all, and comparing its stops with those 
just preceding of the American and Westinghouse, it will be 
seen at once how very large a proportion of the work is done 





by the engine brakes, To those who remember the repeated 
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joud challenges of the Westinghouse which were scattered 
‘broadcast through the country by the Rote brake this entire 
fiasco will be sufficiently amusing. The Rote people still have 
hopes, however, and wish a second chance to try a new adjust- 
ment before finally admitting that their brake is not a brake. 

The day’s work closed with an Eames 50 empty car ser- 
vice run, 20 rear cars cutout. The stops will be seen to be 
almost identical, perhaps a shade better, than the Westing- 
house runs, except at the stop No. 4, which follows close on 
No. 3, and where the Eames vacuum has shown a frequent 
tendency to give out. We shall hereafter present the records 
of the gauges more fully, pending which drawing definite 
conclusions is hardly fair. 

At the first stop on this run the usual “I. D. & 8.” pin 
jumped out between the last car and the way car. It was 
tied down with a rope. At the fourth stop the near trucks of 
the fourth and tenth cars from the rear both jumped the 
track, as nearly as could be judged, from the effect of the 
35,8, bump, and ran 900 ft. on the ties, both trucks keeping 
parallel with the rails. It is noticeable that the only two de- 
railments which have occurred during the tests have been to 
the same train at the same point, although many severer 
shocks have occurred. The cars are the lightest of any on 
the ground. 

The following is the record for the day, given for the first 
time with the system of numbering which has been recently 
adopted, the hundreds indicating the day of the tests (in this 
case the 17th), the tens the successive trips of each day, and 
the units the number of the stop. The advantage of this 
system of numbering is that every one knows just what 
number to give a note or record regardless of what has pre- 
ceded. 

The remaining work of the brake-tests proper is very little, 
but they will be followed by the important close coupling 
tests elsewhere alluded to. All will have been completed 
before this issue reaches most readers—we trust in time to 
permit a telegraphic summary of the results of the coupling 
tests to appear in it. 

Westinghouse 50-car emergency run, brakes on rear 20 cut out, 


empty cars. 
Stop Dis- Dynam. Way 
No. Speed. tance. ear. car. Bumps. 
m. 8s. m. 8. ins. 
1713 20 451 0 21% 0 21 2414 
js 1-16 
1714 37 1077 0 30 0 30% } oe 


On ninth car from way car there was a broken king- 


bolt. No displacement of truck. 
Westinghouse 50 empty car service run. All brakes on. 
1721 2014 1005 on 0 41% 0 
1722 37 1175 0 2034 0 29 
17233 944 «0 338,20 33 244 
1724 46 1712 35% 9 34% 6 
American 25-car mized run, 12 rear cars cut out. 
1731 22 805 0 37% 0 37% 1 516 
1732 «= 87%q_—i“‘ kz OC C7 0 66 | oe 
1733 24 1379 0 60 0 59% 044 
1734 41% 4917 2 34 2 16 2 
Same train, emergency stops. 
1741 2 760 0 34 0 34% 2 
1742 3 1885 0 60% 0 6L 5% 
1743 24 1184 0 82 52% “0 
1744 41 4341 1 57 1 59 O 1-64 
0 9-16 

Rote 25 mized car train, first general test. 

. § 39-16 
1751 23 880 0 464 0 434% 1 59-16 
1752 289-37 217% #117% «+o 7% 1} *%,, 
1753 24% 1207 0 64 eet 4 15-16 
cy a 


Hand brakes used for the 1754 stop, the train being mov 
ing at a velocity of about 22 miles per hour when it passed 
the distance post. 


Eames 50 empty car service run, 20 rear cars cut out. 


(3746 
1761 21% 544 85 02% 7) 8 
1762-36 1213 0 33% =i 84K “ o7§e 
1163 = 20 6140 294s 8 1511-16 
1764 39317080 4554 Ak 73% 


The second brakeman from the rear applied two hand- 
brakes and the rear brakeman four, to assist in stopping 
train, when it was seen that derailment had occurred. 





A Correction. 





A dispatch on the Burlington brake trials in our last issue, 
as printed, said: ‘‘The claim is advanced that cutting out 
the 20 rear cars would cure this action. I asked for, this will 
be tried.” The latter sentence should read, ‘‘ If asked for, 
this will be tried.” 








Gontributions. 





Fast Tunnel Driving on the New Aqueduct. 


New York, July 22, 1886. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

Shaft 18!4 south on the tunnel for the New Croton 
Aqueduct, has won the first prize offered by the contrac- 
tors for the fastest driving during the month between 
May 25 and June 25 just ended. Machinery used, Rand 
compressors and Rand slugger and Little Giant drills. 

Following are the facts: May 18, O’Brien & Clark, the 
contractors, issued the following notice to shaft superin- 
tendents: 

_‘*We will offer a prize of $500 to our employés on the 
new Croton Aqueduct, to be awarded as follows : 

‘* Three hundred dollars to the gangs of men who shall 
between May 25 and June 25 complete the greatest number 
of linea] feet of tunnel in the most satisfactory manner, and 
two hundred dollars to the next best. In computing the 
quantities the Division Engineer’s measurements will be 
taken ;_ as regards the quality of work, our engineer, Mr. 
W. M. Hall, will be the sole arbiter. Allowances will be 





made by him for tunnel that requires to be timbered, and 
special attention will be paid as to whether excavation is 
kept within the required lines.” 


Shaft 1814 is included in section 9, under charge of the 
well-known firm of Paige, Carey & Co. Section 9 at 18% is 
20 ft. 10 in. wide at bottom and 18 ft. high, heading being 
7 and bench 11 ft. high; there are 14 cubic yards of rock to 
the lineal foot, and the ground is very bad, requiring tim- 
bering all the way through. As against the sections where 
no timbering is used, the engineers allowed 1 ft. of tunnel at 
1844 to be equal to 114 ft. where no propping is done. 

Shaft 1814 south drove in the month named: 

Heading, 205 ft.; bench, 175 ft.; equivalent in untim- 
bered sections which competed against 1814 to heading, 
205 + 102.5 = 307.5 ft.; bench, 175 + 87.5 = 262.5 ft.; or 
in round numbers, an amount of work equivalent to 290 ft. 
of full tunnel of the standard section of untimbered tunnel 
which contains about 7 yards rock against 14 yards rock at 
1814, to the lineal foot.) 

The timbering consisted of five-piece sets placed 5 ft. apart 
from centre to centre, and logged on the arch; 132,000 ft. 
of lumber were used in timbering during the contest. 

This is not all: The tunnel was beautifully cleaned as they 
went along, and ditched all the way through. 

This remarkable piece of work at 181¢ South ranks as the 
foremost in the whole history of modern tunneling. It has 
been accomplished under the immediate superintendence of 
Mr. Lon F. McAleer, General Superintendent for Messrs. 
Paige, Carey & Co. Well may he be proud of it and of his 
whole work at Section 9. As able assistants in this stupen- 
dous piece of work were Mr. Frank Moran, walking boss, 
and Messrs. John Duffy and Ed. Sheridan, heading bosses. 

This remarkable piece of tunneling work was accomplished 
with three No. 13 Slugger Rand drills andtwo No. 3 Little 
Giant Rand drills. 

Last year the Rand drill at shaft 20 won the other prize 
offered by the contractor. 

Shaft 23 got the second prize, having been driven 265 ft. 
6. in. in the month named with Ingersoll drills, but as this 
also beats the record, it was awarded $300 too, instead of 
the $200 promised. 

Last year 254 ft. won by the Rand at shaft 20. 








Culverts. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

I should like to have yonr opinion and also that of your 
readers regarding the relative worth of the two different 
plans for box culverts as shown below : 

















ILL W/L 





Fig.1. 


F Culverts. 

According to the plan shown in Fig. 1, the entire width 
occupied by the culvert is paved and the side walls rest 
directly on the paving. 

According to the plan shown in Fig. 2, the side walls rest 
directly on the natural foundation, and the space only be- 
tween the same being paved. W. O. LELIME. 

[The use of paving material as a foundation would 
hardly appear correct, but possibly under certain con- 
ditions there may be certain advantages in the plan 
shown in Fig. 1. We shall be glad to hear from those 
who have paid some attention to this point.—EDITOR 
RAILROAD GAZETTE. | 








Answers to the “‘ Mechanical Conundrum.” 


TAUNTON, Mass., Aug. 2, 1886. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

In reply to your ‘‘ Mechanical Conundrum,” page 520 Rail- 
road Gazette, would say that in both instances the wheels 
would roll in the direction in which the power is exerted ; or, 
in other words, they would revolve toward the power, and 
wind the rope up on the axle. 

JAMES E. GREENSWICK. 

[We have also received replies to the same effect 
from C. S. Ferrer, J. A. Beamer, I. R. Giblin, and 
Messrs. Whittlesey & Wright. None of our corre- 
spondents state, however, whether they have obtained 
this result by reasoning from mechanical principles or 
from actual experiment.—EDITOR RAILROAD Ga- 
ZETTE. | 


New York, Aug. 4, 1886. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

In answer to the conundrum in your issue of July 31, I 
submit the following: 

Instead of pulling the rope toward you, let us consider 
the condition of things when the rope is stationary and fast- 
ened to some stationary body, and a person tries to move the 
wheel in the opposite direction to where the rope is fastened, 
and let us suppose that such a person has succeeded in mak 
ing the pair of wheels unwind one revolution of the rope 
from the axle. Supposing the wheel 2 ft. in diameter and 
the axle 3 in., we have moved the centre of the axle 9.4 in. 
from the position it first occupied, and consequently we have 
moved the system of wheels just the same distance ; the 
wheels which should have revolved once the circumfer- 
ence (75 in.), has made its revolution in the space of 9.4 in., 
and has revolved in one-eighth the distance’ which it would 
take had it rolled away naturally. Thus we will have to over- 
come the resistance due to the friction of the rail and make 
the wheels revolve in almost thesame space (nine inches) as if 





they revolved standing still. Knowing that we have to 
overcome this friction, what will happen if we pull the rope ? 

This resistance will cause the fulcrum or centre on which the 
system of wheels revolves to be at the point of contact of the 
wheels and the rail, instead of at the centre of the axle; the 
force of pulling the rope will be increased by the amount of 
leverage produced by the rope’s perpendicular distance from 
the rail on the axle, and will cause the system of 
wheels to roll toward the person pulling or exerting the force, 
winding the rope on its axle as it rolls. 

On an incline the wheels will roll in the direction of the 
force just so long as this friction on the rail is sufficient to 
cause a fulcrum at the point of contact. On an incline of 
one in ten, I would say that the wheels would move with 
almost the same ease as on a level, except that force would 
have to be exerted to act against the force of gravity. 








mo. 2: 
Piece Work. 
IV. 
METHOD OF INTRODUCING IT AND FORMING A SCHED- 


ULE OF PRICES. 

It is difficult to lay down rules for the introduction of piece 
work which will be applicable to all shops. 

The quantity of work and the facilities for doing it vary 
greatly with different shops. This and other causes, which 
will be mentioned further, may require a modification of the 
methods successfully employed in one shop, in order to adapt 
them to the different conditions existing in another. 

The first point to be considered is the capacity or efficiency 
of the machine tools. The prices paid for work, or in other 
words its cost, will vary as the efficiency of these is greater 
or less. For instance, the cost of planing one pair of cylin- 
ders, on a machine designed many years ago, has been found 
three times as great as if done on one of the modern tools. 
The same difference will be found in the cost of boring a 
pair of cylinders on antiquated machines, instead of on tools 
designed for the purpose and manufactured more recently. 

“The same line of investigation will develop the relative ad- 
vantages or disadvantages of all other machines in each 
shop. The exact knowledge of the efficiency of tools is abso- 
lutely necessary, and should precede any attempt at intro- 
duction of piece work. Again, existing methods of handling 
work, from one machine to another, should be carefully 
scrutinized and simplified, if necessary, in order that a work- 
man may not be delayed by having to call upon laborers for 
any assistance he may require. 

The extent of these differences in the facilities and effi- 
ciency of tools will therefore require that each shop make its 
own schedule of prices, based upon such efficiency, for, it 
must be evident, that prices which would be just for one 
equipped with good modern tools, would not be sufficient for 
another not similarly favored. 

The labor involved in framing a reliable schedule of prices 
is considerable, and may be increased, or diminished, with 
the extent of the judgment, or the good or bad methods em- 
ployed by the person who seeks the information. 

We will offer some suggestions, which have been already 
tried and found to aid materially in obtaining prices and in 
introducing the system. 

The establishment of certain divisions or specialties in the 
work wil! be found necessary and profitable. 

It is scarcely necessary to state that in making such divis- 
ions care should be taken to embrace in each only such work 
as will best suit the ability of the workmen who will be ex- 
pected to finish it. This, of course, is equivalent to a classi- 
fication of the force according to the efficiency of each indi- 
vidual. From this results the advantage of training men 
for special purposes, each of whom becomes an expert in his 
particular branch, and is therefore better able to produce 
speedily and cheaply. 

This arrangement will also greatly assist in obtaining relia- 
ble prices. itis evident that if a workman is given a job or 
assigned toa machine with which he is not familiar, the 
cost of his work will be excessive. If the price is based on 
this result and is given to another better qualified for the 
same work than the first, it will be too large. 

Though piece work is profitable in all railroad shops, it is 
more so in larger shops, having superior facilities, and which 
engage more extensively in the construction of parts either 
for new locomotives or for renewals of such as are broken in 
service. The greater the number of parts finished in each 
lot, the cheaper they can be produced. A workman can 
make better time in finishing six pieces of the same kind than 
he can in completing six of different kinds. This is a disad- 
vantage to the smaller shop, which is necessarily restricted in 
the number of parts required. It would, therefore, be very 
desirable, on account of the profit arising from the practice 
of manufacturing in lotsin large shops, to carry the same 
practice into a small shop, as far as it is possible to do so. 
The wisdom of this course may not be apparent to all, and 
the question may arise whether itis profitable, in other ways, 
to manufacture parts of locomotives for stock. We think it 
is, to the extent of keeping only that number necessary to 
meet the requirements for a reasonable length of time. This 
may be objected to, on account of the amount of money re- 
quired to be invested in such stock, to meet possible future 
emergencies. This objection is well raised only when the 
quantity carried is in excess of reasonable requirements. 
The determination of the proper limit in the stock to be 
carried is best made by the judgment of the person 
charged with the duty of maintaining engines or cars in 
proper condition for service. It will be in proportion to the 
number of each to be cared for, and also to the known 
frequency of failure of certain parts. If the rolling stock be 
of a uniform type, and the parts interchangeable, there can 
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be no possible loss in providing, in advance, a certain number 
of parts for stock. If, on the other hand, it is composed of 
a variety of designs, and there is a lack of interchangeability 
in similar parts, these will have to be reduced to as few as 
possible, in order to avoid carrying an excessive stock. In 
either case, however, the necessary number, let it be one or 
more, can be manufactured by the piece ; the only differ- 
ence being that the cost will vary with the number finished at 
any one time. There can be no doubt of the economy of in- 
vesting a reasonable amount of money in the manufacture of 
parts for stock. It does not pay to lay upa locomotive until 
a broken or worn part is removed, ordered, and finished for 
replacement. The loss of service, for perhaps a week, is too 
serious to incur, and might be reduced to perhaps a day, or 
possibly less, if a duplicate of the broken part were at hand 
ready for replacement. If the policy of manufacturing for 
stock is adopted, it will facilitate the introduction and oper- 
ation of piece work, by decreasing the number of changes, on 
the part of workmen, from one job to others, which would 
otherwise occur more frequently. This will also afford a 
wider range for the extension of specialties, which is so 
desirable, in order to reduce cost. This plan will also bring 
the conditions of a small repair shop nearer those existing in 
larger railroad shops, where the system of specialties is 
resorted to very extensively and profitably. 

This plan may still appear objectionable, because it does 
not afford an opportunity to dispose of the charges of labor 
and material expended in the construction of such parts, as 
they can only be charged when the number of the locomotive 
requiring any of them is known. A very good way out of 
this difficulty is to manufacture this ciass of work on what is 
known as a ‘‘ shop order.” This isdone in many shops, but 
will be explained for the benefit of those who may have had 
no occasion to resort toit. It affords a convenient method 
of accurately recording the cost of such work. 

To illustrate the system we will take a lot of 12 driving 
boxes, which are intended to be finished and kept in stock in 
the store-house. The foreman receives the order upon a 
blank shown herewith—"* A.” 


M. P. NO. 
ORDER CARD. “a.” 
From M. M. 
To Machine Shop. 
Fort Wayne, March 18, 1886. 








Please finish 12 driving boxes, class “* P. B.** 
606 

Blue print — 
809 


Enter on this card items chargeable to one account only. 


~ Charge to S. 0. 561. Completed March 28, 1886. _ 





He instructs the various workmen employed in finishing 
this work to charge their time to ‘‘Shop order No. 561.” 
Similar instructions are given to charge all material used for 
this purpose to the same number. A record of each shop 
order issued is kept by the shop clerk, who opens an account 
for each. The time returned by the time-keeper is posted 
daily to the proper shop order number, and returns of ma- 
terial are similarly disposed of. The method of returning 
material is shown on blank ‘ B!,” ‘‘ B?,” 


M. P. 38. “B” 
MATERIAL CARD, 
From Machine Shop, 

To Storehouse. 


Fort Wayne Shop. ...188.. 
















































































| Weight Pri 
‘ ice Total 
Charge material. =. per unit. | value. 
aa 
~ | ¢. 7 
Cast iron..... 4es b0stnksounteneniee 2244 1.6 | 35/| 90 
Credit material. 
— = = SS) weer 
! 
| 
On account shop otal Correct. 
561. B. FirzpaTRick, 
Foreman. 
M. P. 38. “ens, 
MATERIAL CARD. 
From Brass Foundry, 
To Storehouse. 
Fort Wayne Shop....1886. 
; Weight | price | Total 
Charge material. quaitie. per unit. | value. 
$ c. 
Phosphor bronze........--...+++++ 454 16 | 72] 64 
DONE batases bh5ss0ccapasceencebece 5% 14 77 
Credit material. 
_ On account shop order Correct. 
561. O. E. Brapway, 
Foreman. 





The method of returning labor is shown upon the service 
cards C', C2, C?: 
SERVICE CARD, 























































































































M.P.NO. MACHINE SHOP. 
Sener . , 1886. 
| ° Qa fe] jee] ia") J 
3] EF [a2 abl 8| § 13 
Descriptionof |  # R a2|Sa/s5°| & | 8 
parts. = S : : : mB | 
5 : teal t BI: . 
: : 2 8 aL es 
| . 4 
12 driving boxes $ & 
class .....|Slotting..|S. O. 561). 21 .50 | 6.00 
12 mag 3 8 box 
shells PB. . |Turming..|..........]...... 9 19 | 2.28 
12 driving box 
shells..... ....|Slotting..|... ......]...0. 5%) .12 | 1.44 
24 plugs for 
a ee eee 4 05 | 1.20 
ci 
Names of wort | og lmate Per) warnin 
piece rnings. 
men. | work. | hour. 
| 
Correct. 
L. Miller........ | SRB Fe svecess. $10.92 
B. FITzPaTRIck, 
Foreman. 
1 
SERVICE CAR D. 
M.P.NO. MACHINE SHOP. 
BR sos sas Shkeencns , 1886. 
| 
o} | 
| ¢ | g lazlael zl ele 
s | & s5\35| 2/2/68 
Description of | % me | 3 | é& | 
parts. B | : Te; © a | e 
° . ° c . 
be 4 2/:8| & | 
a ‘a. | ' , on 
12 driving boxes| | 3 $ | 
class P B. ....|Planing.. 8. O. 561)...... 45 1.14) 13.68) 
12 driving boxes | 
class PB ..... Boring...'S. O. 561)...... 124%) .30) 3.60)\C2 
12 ey aa | | 
cellars P B Be esas S. O. 561).. ... 814; .20) 2.40) 
| 
a | 
Hours Rate 
Names of work- piece per Earnings. 
work. hour. 
Correct. 
J. Franke....... an eee $19.68 |B. Firzpatrick, 
| Foreman. 
SERVICE CARD. 
M.P.NO. MACHINE SHopP. 
i kscctctsvchessess , 188 
| ° io} x | | 9 ele 
, e | g2|$2/63| 3 6 
Description of| & 8 re | Re * Ss | a 
parts. g " So lil: a|& 
H : i.e . 4 > 
: :4/:8 :3 | 
———E —————— _e —_—— 
12 driving boxes $ g isa 
class PB...... Drilling|S. O. 561)...... 24 | .30 3.60 KS 
12 cellars ....... a 
Ee 
ag 
ig 
On 
le 
‘4s 
Fo 
on 
re 
Stop 
cs 
! 
Hours 
Names of work- Rate per 
piece Earnings. 
men. work. hour 
Correct. 
B. Webber...... oy ee $3,60 
B. Fitzpatrick, 
Foreman. 




















When the work is completed, the order-card ‘‘A” is re- 
turned to the shop clerk’s office. He at once closes the shop 
order, and proceeds to ascertain the cost of each part, aS 
shown below : 

SHOP ORDER No. 561. 


12 Driving boxes ; Gass“. . it 3—12—1886. Finished 


Veldhbie xabPb ebkS ven 0des sSesUees oehen Dosenabione $148.80 

The storekeeper is advised of the cost, which he stamps or 
paints upon the parts. When issued it is charged at the 
marked cost. These parts may not only be used for replace- 
ment of others, broken while the locomotive is in service, but 
may also prevent delay by using them for one which is in the 
shop undergoing general repairs. The system of piece work 
is more successfully carried out where subdivisions of 
the work are-made and clearly established. It is best that 
each workman know exactly what part of the work falls to 
his lot. If that be the case, there will be no delay or confu- 
sion in taking possession of or distributing the parts as soon 











Labor—Machine shop, piece work.... .... .-.....-+++++++ CORR. .ndciccccn sous ssetavus 
U ies of . GRY WOEK 20000 ceccccccrccccccosace 3 rt yoke.. onessenecess 
Mohamed CME 2.0.2... crc cccrsccccsscecsccvcccesoeccecce fi sa) Se 
Material—Cast-iron, 2,244 lbs. @ 1 6-10 cents............. 35.90 | Blow Ger head casing 
Phosphor bronze, 454 lbs. @ 16 cents.......... 72.64) CloceheadD and E 
- Brass, 544 Ibs. @ 14 cents.......... «2.022.005 A “ « "shoe, “ P. G.” 


understands fully the nature of his work, what tools may 


best serve his purpose in doing it, and what material he may 

also require. He is, therefore, well prepared to finish bis con- 

tract. The principal subdivisions in this shop are as follows: 

One gang proceeds with the work of stripping cylinders, 

removing the guides, links, eccentrics and rods, rockers, 

driving-wheels, etc. Another gang removes the rods. An- 

other removes the steam, exhaust and dry-pipes, throttle and 

connections. Anotber removes the air-pump, air and driver 

brakes and connections. Each of these makes necessary 

repairs to all parts which have been removed, and, again, at 

the proper time, replaces them on the engine. 

Thissystem of subdivisions has been found very convenient, 

and contributes in no small degree to rush a locomotive out 

of the shop in a short time. 

The limit of this practice, however, will vary with the ca- 

pacity of different shops. That having the greatest amount 

of work can carry it further than another having much less, 

and which would have greater difficulty to provide sufficient 

work to fully employ the men in each class. 

The practice of specialties can be applied very successfully 

to work on tools in the machine shop side. Some workmen 

will be found best fitted to finish heavy work ; others again 

may be more profitably employed on light work. Some may 

be experts at planing, others at turning. It is always eco- 
nomical to keep each man employed at that kind of work which 

is best suited to his mechanical ability and taste. 

After the proper divisions of the work have been made, and 
the selection of suitable workmen for each class is also deter- 
mined, the preparation of the schedule of prices may safely 
be proceeded with. The information absolutely essential in 
the preparation of this schedule, is a knowledge of the mini- 
mum time required to perform any operation or complete 
any job. This knowledge can only be obtained from carefu} 
observation of the time spent by each workman on his work. 

This enables the foreman to establish the price which he will in 
future pay for similar operations or work. The results thus 
obtained, however, are not always reliable. A workman may 
be entirely conscientious andjdo what he considers a fair day's 
work, yet he will do the same work in less time when he works 
by the piece. If he is a machine hand he will, in all proba- 
bility, never stop his machine to grind or repair tools, if the 
character of his work permits a temporary absence. If faster 
speeds, or heavier cuts, can be made available to shorten the 
time on his work, he will learn to take advantage of them. If 
other work is given him in advance, he will, if he can, make 
any necessary preparations to commence it while his 
machine is engaged on the first job. If other work 
is not forthcoming before that in hand is completed, 
he will endeavor to procure more, in order to avoid a stop- 
page of his machine. These and other improvements in a 
workman’s methods will take place, and will be found to 
contribute greatly to a reduction of the time theretofore neces- 
sary to complete a piece of work. Therefore, much care 
should be taken to obtain exact information before a price is 
fixed upon. It is always better to make necessary increases 
than to be forced to resort to reductions. No matter how 
carefully the information for the arrangement of prices may 
be collected, the tendency will be, after a time, to prove 
them too high. This will take place after the workmen have 
become fully interested in the system, and have realized what 
advantages it offers toward improvement of their financia) 
affairs. The writer has known many such cases, though it 
was believed that every precaution had been taken to pre- 
vent such results. Reductions became necessary, the justice 
of which was apparent to the workmen, and in the great 
majority of cases were accepted cheerfully. 

It will be best first to prepare a list of all the parts and 
operations for which it is intended*to obtain prices. The 
items should be entered in alphabetical order. Separate lists 
should be made for each subdivision of the work, each list 
containing only such operations as pertain to each class. For 
instance, that intended for the machine shop should contain 
the operations pertaining to the various machines, and a 
similar arrangement carried out for work done in the erect- 
ing, vise, air-brake and other gangs. 

This course is recommended whether the departments men- 
tioned are under the management of one or more foremen. 
To better illustrate the plan, extracts from the schedules used 
at these shops are given : 














a | wlolalelals! slelstols 
ge ie) 2 2/2 /8 |e eells 
EOLA e | E E\E/e|5|2| Bigiele: 
NAMES OF PARTS. é R hell be : im : at a SE 
: ° 343 J. fe [@ ee eis 
















Axles, truck of and E”. 
Ate-brake soerecnes 





packing rings 
throttle valves. 
washer,1 in. hole 


“ “ 





Dome Cap.... ..--+-++++s-05 
Driver-brake hanger “I” 
* = piston-rod... 




















The entire schedule for the machine and erecting shop 
work may be condensed in a pocket memorandum book 
closely ruled, which can be kept constantly at hand for ref- 
erenceor entries of prices. As fast as these are obtained let 
them be entered opposite the part which they refer to and 
under the proper heading or operation. A perusal of its 


contents will readily show the progress made in the work. 
Such a list prepared in advance will be of great value to 
the foreman, who will thus find his work already cut out and 
will need only to fill in the information as he obtains it. 
F. D. CASANAVE, 





as they are removed from the locomotive. Each man, also, 
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EDITORIAL ANNOUNCEMENTS. 











Passes.—All persons connected with this paper are forbic- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., te our readers can do so fully in our advertising co/- 
wnans, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis 
ing patronage. 


THE CHICAGO. & NORTHWESTERN REPORT. 


The Chicago & Northwestern Railway Company 
now works more railroad than many whole states 
have. With the two large systems which it controls 
by the ownership of their stock, but does not work 
directly, it has 5,920 miles of road, which is nearly as 
much as there is in all Italy, with its 29,000,000 of 
people, and very nearly as much as in Belgium, 
Holland and Switzerland together, which have 
12,800,000 inhabitants. Its lines are in six states 
and two territories, the westernmost point being 
as far west of Chicago as Chicago is west ot 
New York. Probably no other company in the world 
has so many separate long lines—from Chicago to 
Lake Superior, to St. Paul, to Council Bluffs, from 
Wixona across Minnesota and Dakota to the Missouri 
River at Pierre ; from Sioux City entirely across the 
whole length of Nebraska and into Wyoming; from 
Lake Superior at Superior and Washburn, southwest 
through St. Paul and Minneapolis to Omaha, in a ter- 
ritory 425 miles from north to south, and nearly a 
thousand miles from east to west. It is one of the 
great railroad systems of the world, and, from its posi- 
tion on the frontier, necessarily a growing one. 

The system which it works directly, at the close of 
its last fiscal year, May 31, measured 3,949 miles, while 
in 1877 it had 1,998, so that it has been very nearly 
doubled in ten years, aside from the acquisition of the 
control of the St. Paul & Omaha and the Fremont, 
Elkhorn & Misxouri Valley systems, 

There has been comparatively little change in the 
gross and net earnings of the road worked since 1881- 
82, though the length of road has increased 858 miles, 
or 28 per cent., meanwhile. The passenger traffic has 
not grown ; and though the freight trattic last year 
was 23 per cent. more than in 1881-82, the gain in 
traffic has been largely offset by a reduction of nearly 
20 per cent. in the average rate. 

While the progress in earnings since 1881-82 
has been slow, last year is notable for a favorable 
change. Passenger traffic in 1884-85 was much 
smaller than for two years previous; last year about 
one-third of this loss was recovered; the increase in 
freight traffic last year, it is true, was the smallest for 
many years; but, on the other hand, a stop was put to 
the reduction in the average freight rate, which fell 
8 per cent. from 1883 to 1884 and 9 per cent. from 1884 
to 1885, and the freight earnings last year were nearly 
equal to the largest ever made. 

The statement of interest charges in the report gives 
the excess of interest paid over interest and dividends re- 
ceived. The receipts are chiefly dividends on St. Paul 
& Omaha preferred stock, and the interest on 6 per 

cent. bonds of controlled lines for which the North- 
western has issued its own 5 per cents., and recently 





4 percents. The rentals have disappeared because of 
the purchase of the leased lines, and in place of rentals 
there is now the divicend on the shares paid for them 
and the interest on the bonds,formerly paid by the lessor 
out of the rental. The recent acquisitions, aside from 
these Iowa lines, have light interest accounts per mile 
of road, some of them only $750 per mile. 

It will be seen that the increase in working ex- 
penses last year was only 4 per cent., though the 
mileage worked increased 1.9 per cent., the passenger 
traffic 3} per cent., the freight traffic 5 per cent., and 
the train mileage 384 per cent. ; thus nearly the whole 
increase in gross earnings was added to the net earn- 
ings, which increased 7} per cent. 

The maintenance expenses have been, for five years: 

——— Maintenance of—— 





Year to Loco- 
May3l. Road. Structures. Cars, motives. Total. 
1882...$2.518.320 $1,056,099 $980.288 $R05,863 $5,369,57 
1883... 2,278.839 1,094,156 1,393,632 928,468 5,695.09 
1884... 2,616,427 974,491 1.491.631 957,575 6,040,02 
1885... 2.196 821 742,420 1.269,036 924.188 5,132.47 
1886.. 2,214,764 772,191 1.228.085 891,116 5,206,166 
The increase last year in the total of these over the 


year before issomewhat greater than the total in- 
crease in expenses, and amounts to 14 per cent., yet 
they were less than in any of the other years—even 
less than in 1881-82, notwithstanding the increase of 
28 per cent. (858 miles) in road meanwhile. 

The reduction in maintenance of cars and locomo- 
tives has not been considerable, but it has been large in 
road and especially in ‘‘structures” \buildings, bridges, 
fences, etc.). The decrease in maintenance of road 
expenses is due chiefly to the smaller cost of rail re- 
newals, which has been: 

1881-82, 1882-83. 1883-84. 1884-85. 
$702,247 297,625 $403,228 $'77,437 

If we take this from the total cost of maintenance 
of road, we shall find a large increase in the other 
expenses since 1882, and very little variation in the 
other years. 

The reduction in cost of rail renewals is very 
largely due to lower prices, for the fons of new steel 
rails used has been: 


1881-82. 1882-83. 1883-84. 1884-85. 1885-86, 
23.414 11,1}4 19,989 9.939 16,701 


More than four-fifths of the road was Jaid with 
steel at the beginning of last year, and most of this 
bad not been laid long enough to require renewal. 
The quantity laid last year was above the average of 
the four years previous, though the cost was little 
more than half the average. The reported cost this 
year was $57 per mile of road, $51 per mile of track 
and 1.7 per cent. of the total expenses. This item: 
formerly so large, has become comparatively insig- 
nificant, the cost of new rails being largely offset by 
what is received for the old ones. T.1st year on the 
Northwestern, for instance, the value of the rails put 
into the track is given as $628,968, half as many old 
rails as new ones being laid, but the value of the 
rails taken up was nearly two-thirds this amount. 

Tie renewals for two years have cost the North- 
western more than rail renewals. The number of ties 
used has varied less than the quantity of rails, having 
been : 


1885 )- 85 


1881-82. 1882-83. 1883-84. 1884-85. 1885-86. 
Total...... 914,896 758,244 1,072,465 825,879 975,880 
Per mile... 274 198 259 192 221 


The renewals last year were about equal to the aver- 
age for the five years. It is noticeable that this aver- 
age will renew the whole in about 114 years, which is 
fully one-half more than the average life of ties is 
generally reported to be. Data of other railroads also 
have shown a similar long life of ties. 

The cost of new ties and the cost per tie have been: 


1881 -82. 188?-83. 1883-84 1884-85. 1885-86. 
Total... ..$275,916 $272.163 $371.632 $302,293 $335.668 
Per tie... 30.1 cts. 35.9 cts. 34.7cts. 366cts. 384.4 cts 


The cost of labor for laying ties last year is given as 
$142,845, or 14.6 cents per tie, making the whole cost 
49 cents per tie. The cost of labor for laying rails was 
but $52,676, or $2.17 per ton laid ; and including labor 
tie renewals cost $274,750, and the renewals $478,512. 
Thus the latter was the greater by nearly three-fourths. 
It would hardly have been supposed that tie renewals 
would cost more than rail renewals on a road like this, 
which has many lines through a wooded country, but 
this must be true of many railroads now. 

Other principal expenditures of the Chicago & 
Northwestern have been: 






1881-82. 1882-88. 1883-84. 1884-85. 1885-86, 
Fuel. .$1.598.383 $1,937,935 $2,033,937 $1,809,779 $1,559.' 
Wages 3,927,082 4.354.027 4,751,470 4,765,275 4,937 “003 


Fuel, thus, cost less and wages more last year than 
in any of the five. The wages do not include those of 
the road and shop employés. Of the increase of 
$1,230,000 in the total working expenses since 1882, 
$1.005,000 has been in the above wages, and these have 
increased $578,000 (13} per cent.) since 1883, while the 
other expenses have decreased $791,000 (8 per cent.). 
The reduction in the cost of fuel within two years is 


alone nearly enough for 1 per cent. on the stock. This 


is due almost entirely to a fallin the cost of coal to 





the company. ficm $2.58 to $1.96 per ton, the change 


in the train mileage per ton having been very small. 
The company had the use of its new road to its Illinois 
coal mines near La Salle only for about half the year. 
The cost of fuel per engine mile, however, was much 
greater in 1882-83 than in previous years, having been, 
in cents : 





- Year to Way 31. = 
1880. 1881. 1882. 1883. 1884. 1885. 1886. 
6.76 7.70 8.80 9.67 9.28 8.23 6.91 


so that the present low cost is only a return to old 
conditions. 

The prospect for the current year is in some respects 
less and in some respects more favorable for this road 
than it was a year ago. Then there was a fair wheat 
crop and fine crops of other grains on the lines which 
it serves; now the wheat crop is much lighter and 
the corn crop does not promise so well. Then the 
movement of iron ore—a very important business for 
this road—was light until near the close of the season, 
and the lumber business was the dullest for years ; 
now there is a very heavy ore movement and a 
larger lumber movement than last year. The pros- 
pect for an early rapid settlement of Dakota and the 
other country on the new lines of this company 
was not good a year ago and it is not now, though 
it looked more favorable a few months ago. The poor 
crops this year are likely still further to postpone the 
time when this country will develop. Not that it does 
not grow. It does, and will continue to; but there is 
not the rapid growth which there was a few years ago, 
and which, if continued for a few years, would very 
greatly increase the traffic of the railroad. 








IMMIGRATION AND POPULATION. 


The number of immigrants arriving in the United 
States in the month of June has been reported as fol. 
lows by the Bureau of Statistics : 

1881, 1882. 1883. 1884. 1885. 1886. 
95,535 84,706 75,034 55 628 47,128 44,643 

Thus the arrivals were slightly greater than last 
year. but much less than in any of the other five 
years. The arrivals from Canada, however, were not 
reported for this year or last, while they were esti- 
mated in the previous years, and the Canadian au- 
thorities claim very much over-estimated, including 
the immigrants to Manitoba, which in some years 
were very numerous. 

For the half-year ending with June the arrivals have 
been : 


1879 1880. 1881. 1882. 1883. 1884, 
99,224 263,726 388.511 441,065 321,845 271,483 


Thus though there was scarcely any increase 
in the immigration this year, which perhaps 
was to be expected because of the expectation of a 
better demand for labor at the close of last year and 
the begining of this, it no longer decreased as it had 
been doing rapidly since 1882, and it was actually 
large, as will appear better from the following state- 
ment of the arrivals in each of the last 20 fiscal years 
ending with June: 


1885. 1886. 
205,321 207.827 


Year. Immigrants. ; Year. a. Year. Immigrants, 
298,967 | 1874... 3133 439 | 18K81........ 669.431 
Oo ee 282,189 | 1875........ 227,498 | 1882....... 783.992 
1869 .. ... 52, TOS | LOCO. covcves 169,486 | 1883. . 5OV.L14 
a Coe 87, US | ABT nc 0 ace 141.857 | 1#84........ 509.834 
ae ae ped fet | 1878 . . 138,469 | 1885 . 249,050 
p872... .... 404 8C6 | 1879........ 177.826 | 1886....... 328,9.7 
ps73 459.803 | 1889........ 457,275 


Thus the arrivals last year. though the smallest 
since 1878-79, were exceeded only in four years of the 
period of heavy immigration after the war, when it 
was the greatest known up to that time; and was but 
slightly exceeded in the four years from 1851 to 1854, 
after the Irish famine, when it was enormously greater 
than had ever been known before. That is, what 
seems to be the low-water mark in the tide of immi- 
gration now is not much below the high-water mark 
previous to this decade. 

Relatively, doubtless, the immigration is much _ less 
important now than in 1873 and still less than in 1851- 
54, because the total population is so much greater 
now. The arrivals last year, though equal toa city as 
large as Baltimore, make up only 55 out of every 10,000 
inhabitants now in the country, and for every 100 im- 
migrants arriving there were probably 356 added to 
the population by the excess of births over deaths. 
In 1851 the natural increase of the population was 
only about 122} to every 100 immigrants, and the 
latter made up as many as 158 out of every 
10,000 inhabitants, or nearly three times as many as 
last year. Still it was hardly to be expected that the 
immigration should continue to be so large, for it de- 
pends upon the capacity of Europe to supply as well 
asthe ability of this country to absorb population, and 
Europe does not grow very fast. The perfection and 
cheapening of the means of transportation, however, 
have greatly reduced the obstacles to immigration, and 
the enormous number of recently arrived Europeans 
here—more than 3,700,000 having come within the 
past seven years—at once forms an attraction for their 
friends and relatives left behind and furnishes them 








the means of getting here. There is scarcely a corner 
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of Europe west of Russia which has not representa- 
tives here, and opportunities for employment become 
known in Italian, Hungarian, German and Scandi- 
navian hamlets almost assoon as they occur. The 
young people look to emigration to America as the 
easiest, quickest and best known way of bettering 
themselves, and are brought up, as it were, with that 
in view as means of relief, at least if times should go 
hard with them. 

The ease with which the European puor can reach 

this country, and the diffusion of information con- 
cerning it, are likely to have a profound effect here, 
tending to equalize the condition of workingmen on 
the two continents, just as the cheapening of trans- 
portation in this country has equalized the prices of 
land in the East andthe West. If the workman can 
do much better here than in Europe, he will come 
here, because it is easy to come. It is not probable 
that hereafter the difference will be as great as it 
has been heretofore, though it does not fol- 
low that the American workman’s_§ condition 
will grow steadily worse; for free immigra- 
tion tends to make the condition of the European 
workman better. But that the advantage is still 
largely with this country last year’s immigration 
plainly shows. It was not avery prosperous year, and 
the condition of workmen seems not to have been, on 
the whole, particularly favorable here ; though doubt- 
jess the proportion of men empleyed was greacer than 
it had been, and wages were advanced somewhat in 
many callings ; yet we see that it was so much more 
attractive than the conditions in Europe as to induce 
329,000 people to come here. 

By the method of calculating the population which 
accounted for the increase trom 1870 to 1880, that is 
adding 2 per cent. plus the immigration as the 
increase in each year, the population of the 
United State:, June 30, was 59,961,000, and the 
increase since the census of 1880 has been 9,800,000, 
or 19.6 per cent. It is almost incredible that there 
should have been so great an increase in three-fifths 
of the decade, and there are some errors in official 
statements which tend to exaggerate the increase, 
namely, the incompleteness of the census in the South 
in 1870, which made the population too small then, so 
that the accurate census of 1880 indicated an increase 
greater than the actual increase. This error was im- 
portant in a few states, but it would not make much 
difference in the yearly percentage of inciease of 2 per 
cent. for the whole country. Again, the reports of 
arrivals of immigrants since 1879 have apparently 
included a large number as immigrants to the United 
States by way of Canadian ports who were actually 
immigrants in transit to Manitoba. Moreover, in 
the long run, the natural rate of increase tends to de- 
crease. On the other hand, the immigrants arriving 
are doubtless much more productive than the average 
of the population, including fewer of the very young 
and comparatively very few of those who have 
passed the child-bearing age. Moreover, as we have 
shown recently, the statistics of production and ex- 
ports of food in this country indicate an enormous in- 
crease in the{{home consumption at a time when, 


apparentiy, the mass of the population was less rather 
Thus, while the 
estimate of the increase in population and the total 
population may be considerably in error, and there 
are some things which tend to make it too large, it is 


than more able to live freely. 


the most probable one for which we have any basis, 


and may possibly err in the other direction. The state 
censuses for 1885 are too few to check our estimate 
effectively. Nine states and two territories, with 16 
per cent. of the population in 1880, gained 23.4 per 
cent. in the five years; but these include more of 
the newer than of the older states. So far, the 
growth has been apparently much greater than 
the average rate of growth in the 1870-80 decade. 
Wiih the immigration for the next four years no 
larger than last year, our basis of calculation would 
make the population by the census of 1890 about 
66,300,000, or 32 per cent. more than in 1880, while the 


increase from 1870 to 1880 was 30 per cent. 


The great reduction since 1880 in the quartity of 
fertile agricultural land offered free to settlers is 
likely to have an important effect in checking the 
growth of population hereafter. Ever since the settle- 
ment of New England, every new generation has sent | senger business and become a member of tie Passen- 
swarms from the old homes to occupy virgin terri-| ger Department of the Central Tratfic Asscciation ; 
tory, where with very little capital the son] but it remains outside of the freight combination. It 
could soon make a farm as large and often more| is understood that it asked that it be allowed to have 
productive, and eventually more valuable than|9} per cent. of the Chicago freight shipments, which 
the paternal homestead. After the French war|is what was allotted it in the old pool, and that its con- 
before the revolution there wassuch swarming from | tract with the Wabash be taken care of by the co- 
New England to Vermont and East Central New| operating roads—at least thut its percentage be not 
York; after the revolution this continued, and|diminished on that account. The other roads, some 
extended to Western Pennsylvania, New York and | of them atleast, were not willing that the Chicago & 
Ohio ; about 1840 the swarming to the prairies of the! Atlantic should be exempt from arbitration, when 


Northwest began, which has continued ever since, 
Iowa, Kansas and Minnesota being peopled very 
largely from Ohio and Michigan, while in recent 
years Illinois, Wisconsin and Iowa itself have 
sent swarms to Dakota and Nebraska. Now the 
settlers everywhere face the borders of the graz- 
ing plains, where agriculture is impossible or 
very hazardous; and to find fertile homesteads 
free the rising generation must go to North- 
ern Dakota or to Eastern Oregon and Washing- 
ton, and there find many before them. This pioneer- 
ing has been the work of native Americans to 
an extent not generally appreciated. It has been 
caused not so much by the prospect of making a better 
yearly income for the first few years as by the prob- 
ability that the wild land got for nothing or for $1.25 
an acre before the homestead law, would in the course 
of 10 or 20 years become worth $25 to $40 an acre, 
aside from the value of the improvements put 
on it. These prizes offered to all who come, and 
which Americans have come to feel as the natu- 
ral opportunity of every farmer’s son, cannot be had 
much longer, and when they are gone much that has 
made this country attractive to the poor of Europe 
will have disappeared. The emigrating American has 
made room for the immigrating European, and when 
the tempting land is no longer offered, Americans 
must busy themselves more with those industries 
which have heretofore been left largely to European 
immigrants. 








The various railroads interested have all at last 
agreed to pool the business at all the places in the 
territory in the Central Traftic Association where 
pools are thought necessary, and to submit their 
claims for shares of the traffic where they cannot 
agree. Only at Chicago and St. Louis, however, has 
there been a division, we believe, so that it is not quite 
accurate to say that the east-bound freight is actually 
pooled. There is a certain stage in the history of 
railroad codperation when an agreement to pool is 
about as effective as a pool actually in operation for 
maintaining rates. The different parties do not 
know how much of the business they are going to 
get, but they know that whatever they get they wil! 
have to account for at full rates, and whatever others 
get will be accounted for to them at full rates 
and this takes away the motive for securing business 
by cutting rates. But this assumes that all parties 
feel reasonably sure that what they have agreed to 
will be done, and will continue to be done for some 
time. Now, there are so many slips ‘twixt the cup 
and the lip in agreements which cannot be enforced 
by law, that, until the habit, as it were, of making 
and keeping them has been established, the parties to 
them are likely to be more or less fearful that they 
will not be carried out, and one will not see another 
take much more than its usual share of traffic with- 
out trying to get even with it. In the trunk 
line, after nine years of experience, there ap- 
pears at last to be something like confidence 
that the agreement actually made will be exe- 
cuted; and when one gets a suspiciously large 
share of any given traffic, the others are not likely to 
‘shade rates ” to geteven with it, but simply watch 
it sharply and see that they are duly paid for their 
‘“* shortage” as the agreement provides, and pending 
a new apportionment, they act as if they were reasor- 
ably confident that the business will actually be 
divided in accordance with the decision which is yet 
to be made—though they also sometimes act asif they 
thought the decision might be affected by the share 
they secure while it is pending. But there 
has not been so much experience in dividing east- 
bound as_ west-bound traffic and there are 
many more parties to the wcst-bound division at points 
of shipments, as especially there are many whose in- 
terest is confined to one or two small places, and who 
consequently cannot exert much power, and fear that 
they may not receive fair treatment because they are 
not powerful. Therefore we can hardly count an agree- 
ment to pool at Peoria, Indianapolis, St. Louis, etc., as 
equivalent to a pool actually in operation, but will be 
more confident when the divisions have actually been 
made and balances settled in accordance with them. 








The Chicago & Atlantic has agreed to pool its pas- 





they had had to submit to it, and the probability is 
that the Chicago & Atlantic will remain outside, with 
the understanding that it will limit itself to the 94 per 
cent. of the traffic which is all that it claims, and 
that it will not renew its contract with the Wabash 
after it expires, next February. It is said to be main- 
taining rates now. 

The Wabash, which a little while ago was thought 
to be most in the way of the maintenance of rates, 
has agreed to submit to arbitration its claim to ashare 
of the Chicago traffic—not whether it shall have any 
of the traffic or not, but how much it shall have. Its 
contract, while it lasts, gives it the power to get some 
traffic, and it is not to be supposed that it will give it 
up because the other roads think the Chicago & 
Atlantic had no right to make the contract which 
gave the Wabash a Chicago line. 

The condition of things in Chicago is thus made 
better than it has been. There and elsewhere in the 
West there has been a good deal of irregularity which 
was not confined to the Wabash and the Chicago & 
Atlantic. The cuts were doubtless not very deep; 
the high lake and canal rates show that pretty clearly ; 
but when they begin there is no telling where they 
will end, or rather if the cutting lasts long it is sure 
to take the whole profit from the traffic. 











The ten companies which have reported their July 
earnings so far all show gains, some of which are very 
large, as 20} per cent. by the Buffalo, New York & 
Philadelphia, 44 by the Chicago & Atlantic (which has 
never reported before, and shows $483 per mile of 
gross earnings), 203 by the Eastern Illinois. 1114 by the 
Milwaukee, Lake Shore & Western, and 25 by the St, 
Louis & San Francisco. The July earnings of eight of 
these roads have been, for five years : 


1882. 1883. 1884. 1885, 
OS ee $63,486 $109, a os 909 git s12 
en. Iowa...... $96,2°9 107 874 97 212 89,693 99 044 


Chie & Alton... 702,635 : 731,503 730944 668.493 714,803 
C &E.IM.. |. 151,563 120.693 128.392 214 ,064 137,834 
C..M.& St. Pod ,464,927 1,829,285 1,949,545 1,893,976 2,036,000 


Long 1....... . 256701 379,511 °366.852 873.079 391.661 
M.,L 8. & W.. 73,156 88 239 96 SUB 112. 818 238,716 
8t.L.&S8. F... 330,914 270,101 359,111 326,078 407, '818 


It is noticeable that all but one of these roads earned 
less last year than the year before, 1n1 in the aggre- 
gate their earnings were : 

1883. 1884. 1885. 1886. 
$3,590,692 $3,838,599 $3,685,010 $1,149,188 
so that while the gain over last year is $455,178, or 
12} per cent., the gain over 1884 is only $301,289, 
or 8 per cent. This latter, however, is a large gain. 
Nearly one half of it has been made by the Mil- 
waukee, Lake Shore & Western, due largely to the ex- 
tension of its line and its new ore traffic. The 
Rochester & Pittsburgh, the Milwaukee & St. Paul, 
the Long Island, the Milwaukee, Lake Shore & West- 
ern and the St. Louis & San Francisco all report larger 
earnings this year than ever before. Those of. 
the Central Iowa were exceeded in 1883; the Chi- 
cago & Alton’s in 1883 and 1884; the Eastern Illinois’ 
in 1882. The Milwaukee & St. Paul has nearly 
as great earnings this year as those of the other several 
altogether. While its gain over last year is 74 per cent., 
is over 1884 it is only 4} per cent. Altogether, the 
showing for July is very favorable. 


The Principle ‘of the. ‘Injector. 





The Journal of the Brotherhood of Locomotive Engineerg 
contains several answers to the question, ‘‘ Why does an in_ 
jector work?” The following contributions are specimens o¢ 
tolerably correct and wholly erroneous solutions of a problem 
which for many years puzzled the engineering world : 

‘All injectors work mainly on the same ey xo The 
resistance of pressure in boiler, weight of check valve and 
friction of pipes are overcome by the momentum imparted 
to the water by the steam at the point where the steam suc- 
tion and discharge pipes combine. In order to attain the 
necessary velocity the water must come through the suction 
pipe cold enough to condense the steam immediately when 
they come in contact with each other, thereby giving the 
steam a solid body of water to act on, and allowing it to 
exert all its force in one direction. If the water be so hot as 
to not immediately condense the steam, then the steam 
would occupy space in the discharge pipe, and would natu- 
rally exert a pressure in both directions, thereby breaking the 
stream, and would force the water back through the suction 
pipe, even though the water is cold. If the quantity sup- 
plied is not sufficient to condense the steam the injector will 
not work.” 

Another contributor says : 


‘* Now, as to my belief as to what makes the in- 
jector operate, I think in no way can I explain it 

tter than by comparing it to a shot gun (now don’t 
laugh, but read and see if it don’t strike you that way ; Il 
mean the idea, not the gun), in which steam is the powder 
and water the shot. If we shoot a gun loaded simply with 
powder, the smoke of the discharge passes but a little way 
from the muzzle ; but put in a few shot and they are pro- 
pelled hundreds of feet ; place a board near and they will go 
right through it. The secret of their penetrating force is 
their weight. ‘The force of the momentum of any body is 
in proportion to its weight.” See? And that explains why 
the injector will not work hot water. The nearer to steam 
that water becomes, the lighter it is, until itis so light that 
it will not have weight enough to give it the force necessary 
to lift the check valve that it is fired against by the powder 
steam. 

‘*It is the momentum of the water fired out of the nozzle 
of the steam jet that gives the penetrating power, and the 





more solid the water is, the more power it will have with 
the same velocity ; the nearer steam the water is the less will 
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be its force, and consequently, the injector will not work hot 
water, or water much above 150°.” 

It need not be said that the reasoning of tbe second con- 
tributor is wholly erroneous. The fact that steam from a 
boiler will not only re-enter that boiler after passing through 
several pipes, contracted passages and valves, but will carry 
a considerable body of water with it, will always be an ap- 
parent paradox, and it isnot surprising that locomotive en- 
gineers should be a little uncertain as to the exact explana- 
tion. 

The action of an injector may, however, be easily ex- 
plained. High-pressure steam moves with an immense velo- 
city, steam of 140 Ibs. pressure above the atmosphere being 
capable of flowing into the atmosphere at the rate of 1,917 
ft. per second, or 1,302 miles per hour, which is sufficient to 
impart a moderate velocity to a body heavier then itself. 
In an injector, that body is the feed-water. Unless, how- 
ever, the feed can condense the steam, the injector will not 
work. The reason is apparently purely mechanical, as the 
steam, being bulky and bighly elastic, can have no appreci- 
able effect in driving the particles of water in any given 
direction. When, however, the steam is condensed into an 
unelastic jet of water still moving at a great velocity, it 
forces the feed water before it into the boiler. This is easily 
illustrated by supposing that an attempt was made to pro- 
pel a ship by a jet of compressed air from the stern. The air 
would simply rise in a mass of foam to the surface, and the 
energy in the air would be wasted in spray instead of pro_ 
pelling the ship. A jet of water, however, directed astern 
would have no tendency to rise, as there would be no dif- 
ference of specific gravity, and it would therefore propel the 
ship by reacting agaiust the mass of water. 

It is somewhat singular that there has been so little 
theoretical discussion of the injector, accompanied by for- 
mule giving the quantities of water of a given temperature 
which should be delivered per hour by an injector of a given 
size, working with a given pressure of steam. Some empir- 
ical formule exist, based on the result of experiments, but 
such asare based on pure reasoning from the recognized 
laws of physics seem to be very little known. 











Chicago, Burlington & Quincy Earnings in June. 





There is an increase over last year of 8 per cent. 
grossand 22 per cent. in the net earnings of this road in June, 
in which month the earnings and expenses have been: 


Year. Miles. Gross earn. Expenses. Net earn. 
Eos eahiedetenes 2597 $1,682,956 $834,283 $848.673 
1881. 2,712 2.083,802 962,788 1,121.014 
perce 3,168 1,437,664 921.541 516,123 
_ , See 3.231 1,937,916 993.228 944.688 
SR ee 3,373 2,077,182 1,064,441 1,012,741 

MMs cdaganne cove cen 3,516 1,992,484 1, 224,198 768,286 
BGs wr ccveccteee 3,64 2,148,532 1,209,456 939,076 


The gross earnings were thus larger this year than ever be- 
fore, though only 3 per cent. more than in 1881, though the 
mileage has increased 4.3 per cent. The net earnings, how- 
ever, were less than in 1881, 1883 and 1884. 

For the half-year ending with June the earnings and ex- 
penses have been : 


Year. Gross earn. Expens' Net earn. 
BBE... .cccccesecccecs $9,659,605 $4,647, 58 i $5,012,024 
BRR cccscncse csces 9.098.547 4,940,603 4,157,944 
FOB... ccccccce see 9,156,115 5,264,603 3.891.512 
BOBS ...0. coves -evccescecs 11,465,203 6. 023,656 5,381,547 
WORE. oxwcusacand sae 11,616,022 6,457,052 5.158 970 
1885... Pearrrerre oe 8 7,22.7,32 5,155,647 
BOOB. ccc neve eeaakns 11,523,358 6 679.225 4,844,133 
Compared with last year, the decreases are: 

Gross earn. Expenses. Net earn. 
AMOERE 2.00 cccscee 08 $849,609 $538,095 $311,514 
Per COMb......002...000 6.8 75 60 


The decrease in net earnings for the half-year is equal to 
about 40 cents per share of stock, and for a company with 
so large a surplus as the Burlington has had for years is a 
trifle. Indeed, the gain in June was considerably more than 
half the decrease for the half-year. This company’s lines are 
south of the territory where the drought has been most 
severe, but its territory has suffered somewhat. 








Railroads in Switzerland. 





The Swiss Department of Railroads has recently published 
the national railroad statistics for 1884. 

There were 1,790 miles of railroad in Switzerland at the 
close of the year, including 59 miles of cog wheel, cable or 
other mountain railroads, less than four miles having been 
added during the year. They had cost $210,029,600, includ- 
ing $3,596,382 for tbe special mountain roads. The ordi- 
nary railroads had cost $119,327 per mile, and the mountain 
roads 961,000 per mile. On the 1,790 miles there were 189 
tunnels, 1,963 bridges and 656 stations—one station for 
every 2.73 miles of road. The length of double track was 
178 miles. Of the ordinary railroads 25.9 per cent. was 
level, and of the mountain roads only 8.8 per cent. 

The system was worked with 619 locomotives, 1,807 pas- 
senger cars, with seats for 80,245 persons (441¢ per car), and 
9,031 freight cars with capacity for 102,322 tons (= 11} 
tons per car). 

The number of locomotive-miles was 10,802,290, aver- 
aging 17,420 per locomotive; and the number of train-miles 
was 9,122,470, which is equivalent to very nearly seven 
trains each way daily over the entire mileage; 23,488,640 
passengers were carried an aggregate distance of 323,836,- 
170 miles, the average journey being 13.8 miles, and the 
whole movement equal to 181 passengers each way daily 
over the whoie mileage. The average passenger fare was 
8.66 cents per mile on the ordinary railroads, and 3.875 
cents on the mountain roads, which is very high for Europe, 

and is the more noticeable because only 114 per cent. of the 





in thei 





passengers travelled first class, and 8214 per cent. were third 
class. 

There were 8,021,373 tons of freight carried an average 
distance of 35.77 miles, making 286,924,112 ton-miles, which 
is equal toa movement of 229 tons each way daily over the 
whole system. The average rate for freight, including bag- 
gage and live stock, was 2.665 cents per ton per mile. The 
passenger traffic yielded $2,985 and the freight traffic 
$4,435 per mile of ordinary railroad, the mountain roads 
earning $2,795 per mile from passengers and $660 from 
freight, The average freight rate on the latter was 16.13 
cents per ton per mile. Other earnings were $404 on the 
ordinary and $313 on the mountain roads, making a total of 
$3,768 on the mountain railroads and $7,826 on the other 
roads, against $6,663 on our railroads in 1884 and $7,461 in 
1883. 

The cost of working the Swiss railroads was $4,189 per 
mile; of the mountain roads, $2,640; so that the net earn- 
ings were $1,128 for the mountain lines and $3,635 for the 
other railroads, which latter may be compared with the 
$2,148 of the railroads of the United States the same year. 

The cost of the Swiss railroads has been so great, however, 
that their net earnings were but 2.86 per cent. on their capi- 
tal, while ours earned net 3.49 per cent. on their whole stock 
and debt. 

The heaviest passenger traffic in Switzerland was on the B6- 
deli Railroad, where it was equal to 225 each way daily, while 
on another it was only 3514; the heaviest freight traffic was 
only equal to 103 tons each way daily, while the lightest was 
only 6 tons. The little Rigi Railroad (mountain), earned 
314,680 per mile from passengers, receiving 213¢ cents per 
passenger per mile. The tctal earnings of the Rigi were 
$16,114 per mile, while the highest on any ordinary railroad 
were $11,995. One ordinary railroad collected the extraor_ 
dinary average freight rate of 11 cents per ton per mile, the 
Rigi getting $1.05 per mile for taking a ton up or down the 
mountain. The cost of working the Rigi was $10,800 per 
mile, leaving $5,314 net. 

The four Swiss cable railroads, 0.1 mile, 0.2 mile, 0.37 
mile, aud 1.12 mile long respectively, were all worked for 
about 45 per cent. of their gross earnings, but the returns on 


+ he capital varied from 1.42 to 17.25 per cent.; the latter: 


with the shortest road (only 530 feet long), which cost but 
$15,054, has but two cars, is werked by a force of six men, 
and gets about 5 cents apiece for carrying a passenger up 
or down. The longest of these roads, which runs 95 trains a 
day, and carries an average of 1,328 passengers daily (Lau- 
sapne to Ouchy), made a profit of $13,364, but it cost 
$680,503. 

Switzerland produces comparatively little freight from the 
nature of the country, and many of its railroads are costly 
to work. It has a population of 1,590 per mile of railroad, 
which is nearly 314 times as much as there is here, and it has 
every year a great rush of travel by foreign tourists which 
is very important to some of the lines. 








Lake and canal rates have been unusually high for the 
season, though it cannot be said that the grain movement 
has been large. It has been larger than last year or the year 
before, however, and the larger ore shipments have given 
more employment to lake vessels. For some time rates from 
Chicago to Buffalo have been 2°{ cents a bushel for corn and 
3 cents for wheat; and from Buffalo to New York 414 and 5 
cents. The lake shipments compare as follows with those of 
the three years previous : 











4 weeks to 1883. 1884. 1885. . 1886 

May 29 . ..11,510.685 7.264.868 13,335,970 13'206,177 
June 26 .2.115190.730 85601287 71880742 9.244219 
July 24 8.484.619 8.280.990 7'242°719 91536,692 
12 weeks..... ....31,186,084 24,086,145 28,459,431 31,987,088 


Thus the movement by lake this year has been but 1214 
per cent. more than last year and nearly the same as in 1883, 
while it was very much less than in 1881, when for the 12 
weeks it was 42,941,066, and also less than in 1880. 

It can hardly be the increase in shipments that has put up 
the lake rates so much; and, in fact, itis not. The rates 
have gone up chiefly because the lake vessels do not have to 
compete with the excessively low rail rates of the last two 
years. They do not carry much more grain than last year, 
but they get nearly twice as much for carrying it. 

The rail shipments, naturally, have been very much less 
this year than last or the year before, having been for the 12 
weeks : 

1882. 1883. 1884. 1885. 1886. 
13, Bee, 583 16,582,394 25,497,845 26,099,027 17,585,971 

The shipments this year were thus nearly one-third less 
than last year or the year before, yet in excess of those of 
other years when rates were maintained. In 1881 the rail 
shipments for the corresponding 12 weeks were 23,855,000 
bushels, but more than half of them were made in the last 
five of the weeks, which were the first of the great railroad 
war of that year. At the rate the rail shipments were made 
until the cut to 15 cents June 18, the rail shipments for the 
12 weeks would have been 19,360,524 bushels for the 12 
weeks. 

Since the canal opened the shipments from Buffalo by 
canal have been just about twice as great as the rail ship- 
ments from that place; while last year down to the same 
date, in spite of the low rail rates, the canal shipments were 
three times as great as the rail shipments, the total (from 
Buffalo) being much less than this year. The averages per 
week were, from the opening of canal navigation to July 24 : 


By rail. By canal. Total. 
SPR eer eee ee 3,899 1,342,367 2,006,266 
___ ee eens 368,960 1,121 375 1,490,335 


Of the increase of 515,931 bushels per week over last year, 





the railroads have 294,939 bushels and the canal 220,992. 





tract between the two companies provides for such a conduct 








The explanation probably is that the canal boats have had al} 
they could conveniently carry this year, and the balance of 
the shipments were forced to go by rail. We may be sure 
that canal rates would not be so high if the boats needed car- 
goes, 








We have several times noticed that this year the shipments 
of flour from the Northwestern markets have been made by 
lake to an extent unknown before for many years. This 
lake movement continues, and in every week since April 
more than half the reported shipments from the Northwest- 
ern markets have gone by lake. For the 11 weeks ending 
July 24 the flour shipments have been, this year and last, in 
barrels: 


1885. Inc. or Dec. 





1886 c. 

i. re 827,515 1,197.392 —369, 7 8 
Down Miss....... 111,195 108.558 — 2% 2.4 
gg eee 1,258, 175 535,899 +722,1 76 134.7 
Total...... 2,196,885 1,841,949 +354 ,936 19.3 


The higher rail rates this year have favored lake shipments, 
but they are much larger than in any year when rail rates 
were as high as this year, when 5714 per cent. of the total 
shipments went by lake, against 2914 per cent. last year. 








The receipts of grain at Northwestern markets during the 
week ending July 24 were 6,949,492 bushels, which is not 
only much more than in any previous week of this year, but 
was exceeded in only two weeks of last year (the last two of 
September, when the spring wheat movement was at its 
maximum). In 1884, however, these receipts were very 
often exceeded after harvest, though not until after the first 
week in August. Then for 11 successive weeks the receipts 
exceeded 7,000,000 bushels and in six cf them exceeded 
8,000,000. It is not impossible that we may have something 
like that heavy movement again this year, notwithstanding 
the light crop of spring wheat. 








The Northwestern wheat receipts continue to increase, and 
wholly at the winter wheat markets. The feature of the 
week to July 24 is the very large receipts at Toledo, 1,169,- 
169 bushels, and the 522,506 bushels received at Detroit, 
with which the practice of ‘‘ short billing” may have had 
somethirg to do, as Western roads, in their competition with 
each other, unable to cut the through rate because of the re- 
fusal of the Eastern trunk lines to accept shipments at cut 
rates, have made less than the pro rata rate to various junc- 
tion points. The receipts at St. Louis have increased also, 
however, and those at Chicago, and St. Louis leads as before, 
with receipts among the largest it has ever had. 

The total wheat receipts of the Northwestern markets for 
five successive weeks have been, in bushels : 

- —_ —_—_ ——-— Week ending 


June <6, July 3. July 10. July 17. July 24. 
684,646 699,832 1,303,303 2,389,742 3,967,079 


The largest wheat receipts in any previous week of this 
year were 1,096,000 bushels; the largest last year, 2,633,518 
(in October); the largest in 1884, after an exceptionally large 
crop, 4,062,176. Thus, the receipts for next to the last 
week of July this year “ere very nearly as great as the 
greatest in the most productive year. Since July, 1884, at 
least St. Louis and Toledo have not had so large wheat re- 
ceipts. St. Louis’ largest in 1884 were 973,421 bushels; in 
1885, 638,969, against 1,263,489 and 1,371,746 bushels in 
the last two weeks reported; and Toledo’s receipts two weeks 
ago were also the largest since 1883, and more than twice as 
great asin any week of last year, and more than for the en- 
tire 27 weeks of this year to July 10. 











There have been numberless telegrams about the condition 
of crops, most of them unfavorable, but on the whole spring 
wheat seems to be turning cut fully as well as was indicated 
three weeks ago. The cropin the upper half of the Red 
River Valley and in the same latitude further west is very 
light ; further south, on the line of the Northern Pacific it is 
better, though light. In Central Dakota again it is very 
light, and in parts of Minnesota, but apparently Minnesota 
altogether will have a yield about a fifth less than its aver- 
age, which has not been large for a number of years. In 
much of Wisconsin the crop is very light, and it is by no 
means good in Iowa. Harvesting is beginning in North 
Dakota, being earlier than usual. 

The greatest apprehensiuns recently have been for the corn 
crop, which, west of Indiana, was suffering from drought. 
Rains have been reported nearly every day for two weeks, 
but they were nearly all local rains, until near the end of last 
week there were some covering a large territory. There has 
doubtless been some damage to corn by drought, apparently 
mostly in Iowa, which is now the great corn state; but it is 
impossible to say how much harm has been done, as there 
have been showers in many places, and there is yet time for 
rain to do good. The corn will be early, and so not likely to 
suffer from frost, and though there cannot be as large a 
yield as the largest, yet in view of the 314 per cent. larger 
acreage than last year, the general fair condition in the 
South and east of Illinois, it is quite possible that the crop 
may be nearly as great as last year and larger than ever 
before. 

The prospects for the cotton crop have improved since the 
June report. West of the Mississippi it will apparently be 
large, and in the other Gulf states fair, but in the Atlantic 
states lighter than last year. 








The extension of the Minnesota & Northwestern Railroad 
from Freeport to Chicago appears to be made under the 
auspices of the Illinois Central, and though it does not yet 
appear that the Illinois Central has assumed any financial 
obligations in connection with. it, it is probable that the con. 
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of the traffic as will make the two virtually one line between 
Chicago and St. Paul. 

It long ago seemed strange that the Illinois Central should 
leave the Dubuque arm of the enormous Y which its Illinois 
system formed unconnected at the head with the Chicago 
arm, Chicago being the market for nearly all the produce on 
the northern 150 miles of the Dububue arm as well as on the 
whole 402 miles of the leased Iowa lines. Several railroad 
building periods have passed in which it might easily have 
secured the seemingly desirable line of its own from Dubuque 
to Chicago, with a pretty fair territory for local traffic; and 
twice there have been bankrupt roads which might have heen 
picked up (though not without competition). The Chicagc & 
Pacific seemed just fitted 10 the hands of the Illinois Central; 
but it seemed not to pay the slightest attention to it when it 
was in the market; and the Chicago & Iowa, which had been 
and has been since the Chicago outlet for its traffic, appar- 
ently did not tempt it ; though perhaps it thought best not to 
bid against the Chicago, Burlington & Quincy. This appar- 
ent indisposition to secure a line from Chicago to Dubuque 
made it seem probable that it would not renew the leases of 
its Iowa lines, which expire next year, and have not been 
profitable, and become almost solely a north-and-south road. 

Suddenly the Minnesota & Northwestern is built from St. 
Paul to Dubuque, and now is being extended from Freeport 
to Chicago, giving the Illinois Central a pretty direct line 
from Chicago to St. Paul, and increasing the inducement to 
renew the leases of the Iowa lines; that is, if the Illinois 
Central shall own or lease the new line from Chicago to Free- 
port, so as to have an interest in making its net earnings as 
large as possible. At present the traffic of the Iowa 
leased lines to and from Chicago passes over the 
Illinois Central only between Dubuque and Forreston, 
81 miles, the Chicago & Lowa and the Chicago, Burlington & 
Quincy hauling it the other 119 mules (the freight at a fixed 
sum per car). If the Illinois Central got all the profit on the 
haul all the way between Dubuque and Chicago, the traffic 
from these lines would be more valuable to it than it is now. 
Without a Chicagoline of its own, the{Iowa lines would be 
worth more to the Chicago & Northwestern, the Milwaukee & 
St. Paul or the Chicago, Burlington & Quincy (f10m its new 
Chicago, Burlington & Northern line) than to the Illinois 
Central, and they could therefore afford to outbid it. Indeed 
these Iowa leased lines of the Illinois Central are so near 
lines of the Milwaukee & St. Paul in Iowa that they ought to 
be worth more to it than to the Central in any event. 

The Illinois Central management has always been con- 
servative, and the great Dutch and English holdings of its 
shares have probably made the managers here more so than 
they desired sometimes. The acquisition of the Southern 
Division apparently was regarded as a mistake abroad for a 
number of years, until it proved to be enormously valuable. 

Of the new line from Chicago to Freeport and from Du- 
buque to St. Paul, it may be said that its chances would have 
been very much better if it had been built several years 
sooner .It isuncomfortably near other railroads. In Illinois 
there will be one within six or seven miles on either side 
nearly all the way, and there will probably not be as much as 
six square miles per mile of road nearer to it than to any 
other railroad. In Iowa it is not quite so closely elbowed, 
and in Minnesota still less so. 





Record of New Railroad Construction. 





Information of the laying of track on new railroad lines 
is given in the current number of the Railroad Gazette 
as follows : 

Atchison, Topeka & Santa Fe.—A branch is completed from 
Mulvane, Kan., west to Clearwater, 15 miles. 

Chicago, Burlington & Northern.—An addition of 14 
miles at various points is reported. 

Chicago, Burlington & Quincy.—This company’s Burling- 
ton & Missouri River Line has been extended from Grand 
Island, Neb., west to Ravenna, 31 miles. The Holdrege Line 
s extended fram Elwood, Neb., west to Farnam, 22 miles. 

Dubuque & Northwestern.—Extended southeast to Elma, 
Ia., 21 miles. 

eae Midland.—Track laid from Apoka, Fla., east 6 
miles. 

Gulf, Colorado & Santa Fe.—The Dallas Branch is ex 
tended from Dallas, Tex., northeast 24 miles. 

i Lone Beach.—Extended southeast to Barnegat City, N. J., 
So mules. 

Milwaukee, Dexterville & Northern.—Track is laid from 
Dexterville, Wis., northwest to Cary, 12 miles. 

Missouri Pacific.—The new loop line of the Missouri, Kan- 
sas & Texas Division is extended from Minden, Mo., south- 
west to Chetopa, Kan., 3114 miles. On the Lincoln Branch 
track is laid from Weeping Water, Neb., west 30 miles. 

New York Central & Hudson River.—The Genesee Falls 
Branch in Rochester, N. Y., is completed, 1 mile. 

St. Louis, Fort Scott d& Wichita,—The Wichita & Colo- 
rado Division is extended from Haven, Kan., west to Elmer, 
9 miles. 

Savannah Valley.—Extended northwest to Stony Point, 
S. C., 45 miles. 

Toledo, Ann Arbor & North Michigan.—The Northern 
Division is extended from St. Louis, Mich., north to Mt. 
Pleasant, 21 miles. 

Verdigris Valley, Independence & Westera.—Completed 
from Leroy, Kan., west to Yates Centre, 1644 miles. 

This is a total of 307 miles on 13 hnes, making in all 2,262 
miles thus far reported for the current year. The new track 
reported to the corresponding date for 15 years has been : 


394 | Short 
966 | Sufficient to a the shops running for six months. 








This statement covers main track only, second or other 
additional tracks and sidings not being counted. 
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NEW PUBLICATIONS. 








The Popular Science Monthly for August contains an in- 
teresting article on ‘‘ Woods and their Destructive Fungi,’ 
by Mr. P. H. Dudley, C. E. Mr. Dudley gives a fully illus- 
trated account of the fungi which attack ties and other tim- 
ber and of the resulting weakness and decay, and suggests 
some measures for the prevention of the injury which they 
frequently cause. 


A German &Sailroad Collision. 





July 1 last there was a remarkable butting collision on one 
of the Prussian state railroads, between the stations of Wurz- 
burg and Rottendorf. The Stuttgart lightning express leaves 
the Wurzburg station for Rottendorf at 1:20 p. m. daily, 
while about the same time a mail train from Bamberg is due 
at Rottendorf. There are two lines between Wurzburg and 
Rottendorf, one belonging to the Nuremberg and one to the 
Bamberg Railroad. It had been usual in case the Bam- 
berg train was behind time to dispatch the express over 
the Bamberg track. July 1 the mail train was late, 
and the express was dispatched as usual, but in some 
inconceivable way—so writes an eye-witness in the Jour- 
nal of the German Railroad Union-—it is said through 
an error in telegraphing—the mail train was dispatched over 
the same track, and this—which is so inconceivable—without 
any of the trainmen noticing it. About two miles from 
Wurzburg the road crosses the Faulenberg by a very sharp 
curve. On this account it was impossible for the enginemen 
to see the train approaching them in time; but the engine- 
man of the express, which was ascending a grade, was 
able to bring it nearly to a stop before the collision, while the 
mail, which was going down hill, could not be checked. 

“* What ccoursel then defies description. Withacrash like a 
thunder clap, but much louder, the two trains came together. 
Some idea of the violence of the collision may be formed when 
it is known that the two engines made a single snarl] of ruins. 
Naturally, the mail train fared worst. The tender with the 
baggage car shot up into the air, turned over, and fell upon 
the engine, with the wheels on top. The two first cars were 
literally reduced to splinters. The front compartment of 
the fourth car was broken in, and the other cars more or less 
damaged and thrown from the track. The express got off 
better. Its tender was slung to one side and overturned, the 
mail and baggage cars were half shattered and thrown 
to one side, while the other cars only had their couplings 
broken and were derailed. The sight which offered itself 
to the survivors was indescribable and unforgettable. 
The chaos of ruins, the cries of children for their 
——. and of parents for their children, the horribly muti- 

ated corpses, the frightful wounds of the injured—all con- 
tributed to make the picture a terrible one and to cause the 
greatest anxiety and confusion. The engineman of the mail 
train had his head and abdomen cut entirely in two; the en- 
gineman of the express esca with slighter injuries, having 
been protected by the coal box. The firemen likewise re- 
ceived only slight injuries, having saved themselves by jump- 
ing in time. The brakemen were more or less injured. 
mail inspector had an arm and two ribs broken and 
wouuds on his head. Nearly all the passengers in the first three 
cars of the mail train were injured, but most of those in the 
express escaped with nothing worse than fright. The con- 
ductor of the mail car in the express esca by jumping, but 
was insane from fright for some time. Twelve persons were 
killed on the spot, and three of the injured died after removal 
to a hospital, and 37 more were injured, most of them in the 
feet and the abdomen.” 

The management of the division of the State railroads on 
which this accident occurred, five days later isswed an ex- 
planation which says that the line at that place is not a 
double-track road, but two roads, worked as single-track 
roads; one being used for the trains of the other only in case 
of delay to a train. In such case the Wurzburg station 
notifies the Rottendorf station by telegraph on which track 
each of the two trains must pass, whereupon the Rottendorf 
station repeats the telegram to make sure that it has been ac- 
curately received. The proper employés at the two 
stations then notify the switchmen by a written order 
what line they are to open for the approaching train; 
further, the head conductors of the two trains are informed 
by a plain statement on the bulletin board and the engine- 
men by a similar written order, which is communicated to 
the train-guards by the conductors. Finally, every train 
which passes over the road to which it does not regularly 
belong has to carry a red signal on the front of the engine, 
which gives notice to the road watchmen that it has a right 
to the ‘** false” track, as it is called. 

These regulations had been in force for a long series of 
years without accident, and were fulfilled in the case of the 
trains which met with the accident, except that there was 
delay in communicating the written order to the switchmen 
at Wurzburg. 

‘: From some cause, so far unexplained, the signal ‘ line 
clear to Bamberg’ after the express had been started and 
before it had reached the signal mast was withdrawn by the 
signal man and replaced by the signal ‘ line clear to Nurem- 
berg.’ Thisled the switchman (who claims that he had 
not yet received his written order) to let the express 
into the Nuremberg instead of the Bamberg road; 
and on this the trainmen, in spite of the positive 
orders to the direct contrary which they had received, 
continued to run the train. Nor did the road watchmen sig- 
nal the express to stop, though they had been notified by the 
bell signals along the track that the mail was coming from 
the opposite direction, and although the express engine did 
not ve the signal showing that it had the right of the 
road, 

A criminal and administrative investigation of the acci- 
dent was in progress when the above was written. 








TECHNICAL. 


Locomotive Building. 
The Rhode Island Locomotive Works in Providence have re- 
cently delivered 3 heavy passenger engines to the Central 
Vermont road. 

The Pittsburgh Locomotive Works in Pittsburgh have 
recently received several orders for locomotives, and the 
~— are now well employed. 

he Boston & Albany shops in 
ee a freight engine with 20 by 
road. 





ae. Mass., are 
in. cylinders for the 


The Car Shops. 
The Ensign, Manufacturing Co. in Huntington, W. Va., last 
week delivered 40 freight carsto the Annapolis & Baltimore 
Line road. The company has now on hand orders 


The Wason ufacturing Co. at Brightwood (Springfield), 





Mass., has just completed 6 handsome passenger cars for the 
Boston & Providence road. 


Iron and Steel. 
Oliver Brothers & Phillips in Pittsburgh are filling a heavy 
order for bolts for the Union Pacific Railroad. 

The Thomas Iron Co. has put its Keystone furnace out of 
blast for repairs. The company has just declared its usual 
semi-annual dividend of 4 per cent. 

The Bethlehem Iron Co. at Bethlehem, Pa., has put its 
— mill on full double turn, owing to a pressure of 
orders. 

Vesuvius Furnace at Ironton, O., has gone into blast after 
a long stoppage. 

The Colorado Coal & Iron Co. will shortly start up its 
blast furnace at Bessemer, Colo., and it is said that the 
rolling mill will also be put in operation in a short time. 

The Linden Steel Works in Pittsburgh are filling an order 
for 600 tons of steel plate and girders to be used in the con- 
struction of Mr. Vanderbilt’s new steam yacht. 


Manufacturing and Business. 

The Kalamazco Railroad Velocipede Co. has_ recently 
shipped 100 of its improved steel velocipedes, adapted for 5 
ft. 3 in. gauge, to Australia. The order came from the 
Government railroad administration and was sent after a 
thorough test of one of the company’s cars in service. The 
company is also shipping a number of velocipedes and hand 
cars to South America. 

The Wainwright Manufacturing Co., of Boston, notes the 
sale during July of its feed water heaters, running up to 
150 horse-power, to parties in Boston, Combi and 
Northampton, Mass., New York, Philadelphia and Kansas 
City. The company also reports sales of corrugated tube ex- 
pansion joints to the Benedict & Burnham Manufacturing 
Co., at Waterbury, Conn., of largest sized filters to John R. 
Miller & Co., of Reading, Pa., and bas made large sales 
of patent corrugated brass tube radiators at different points. 


The Rail Market. . 

Steel Rails.—There is very little change to report,{quota- 
tions continuing steady at $34@335 per ton at Eastern mills. 
Orders continue to come in and the mills are al] busy. 

Rail Fastenings.—Prices continue nominally unchanged at 
2.40 cents per lb. for spikes in Pittsburgh; 2.75@3.10 for 
track-bolts. and 1.65@1.80 for splicebars. A fair demand is 
reported, with several large orders on the market. 

Old Rails.—The demand for old iron rails continues less 
than the supply, and quotations are unchanged at $18,50@ 
$19.50 per ton at tidewater. Old steel rails are quoted at 
$20@$22 per ton in Pittsburgh, with only a light demand. 

The Frost Light for Cars. 


The Northern Pacific Co. has fitted up one of its passenger 
cars with the Frost gas light and this car is to be run on the 
road for a time, giving the light an extended test in actual 
service. Should these tests be satisfactory the company will 
adopt the Frost light for all its passenger equipment. 


Railroads in Peru. 


Mr. W. H. Gilley and a large staff of engineers are now on 
their way from New York to Peru to begin extending the 
Lima & Oroya Railroad from the present terminus to the 
silver mines at Cerro di Pasco. The work is to be done under 
the contract made by Grace Brothers with the Peruvian 
government last year. The road from Lima to the present 
terminus was built under the old Meigs contract. 


A Parlor-Observation Car. 


A new and elegant car, called ‘‘ Ymir,” belonging to the 
Monarch Sleeping Car Co., has been built to run during the 
season between New Yorkand the White Mountains, over the 
Connecticut River Line. An attempt has been made to con- 
struct a car which shall not only be cool, but shall look cool. 
To this end, in place of a single roof, which must necessarily 
become soon heated by the rays of the sun, the roof has been 
constructed double, having an air space extending from end 
to end, through which, when the car is in motion, there is a 
constant circulation of air. Connected with this air duct 
are suction ventilators in the ceiling of the car, which ex- 
haust the foul air and discharge it at the rear. To furnish a 
supply of fresh air to the car, pipes are placed in- the sides 
between the windows connected with the bood on top, and 
having ventilator openings which can be opened and closed 
at will. Fresh air in large quantities 1s thus brought into the 
car, and when it becomes vitiated it is carried out 
through the ventilators in the top, while, by a peculiar con- 
struction of the tubes, the cinders and dust are discharged 
outside underneath the car. As the car is built for a parlor 
and observation car, it differs in construction from an ordi- 
nary drawing-room car. The total length is 66 1t. The two 
ends for the first 16 ft. are constructed almost entirely of 
glass, with round corners, and are built the ordinary width 
of 9 ft. 10 in. The closets, buffet and three state-rooms, are 
placed in the centre and are only 514 ft. in width. As the 
floor of the car is of the same width throughout, an aisle 26 
in. wide extends from one observation room to the other on 
either side of the car, protected by the roof, which also 
serves as an awning to the state-rooms. Large, easy, 
movable arm-chairs, covered with dark blue leather, form 
the seats in the observation and state-rooms, each obser- 
vation room being provided with eight and each state- 
room with four, giving a total seating capacity to the 
car of 28. In order to give the car an appearance 
of coolness, the floors are laid with tile, and the decora- 
tion inside is blue and gold and silver. The decoration 
on the windows represent icicles, and this idea is also carriea 
out in the glass-ware. The outside painting is brown and 
silver, representing the car covered with snow and ice. By 
the peculiar construction of the ends, which are wider than 
the centre, passengers sitting in the observation rooms have 
an unobstructed view in both directions, and those who are 
fortunate enough to secure state-rooms can look out as readily 
from one side of the car as the other. The state-roums are 
entered from doors on the sides, which, as they are not flush 
with the sides of the car, can be left open, even when the car 
isin motion, or passengers may even venture to sit in the 
doorway or in the aisle without fear of dust, smoke or cin- 
ders. The luxury, comfort and convenience of this arrange- 
ment when the car is stopping at stations is readily seen, as 
no one is discommoded by passengers moving about. A large, 
well-stocked buffet 1s located next the observation room, from 
which hot meals will be served.—Official Guide. 


Putting the Electric Wires Underground. 


The Electrical Subway Commission in New York has adopt- 
ed specifications for the construction of the conduits or sub- 
ways to be laid in the streets of that city to receive the wires. 
Tne specifications provide that the conduits shall be rectangu- 
lar in section, containing du+ts varying in number, each 24 
in. in diameter. The conduits will rest on a continuous 
foundation ut Pcrtland cement concrete not less than 6 in. 
in thickness. Manholes or working vaults will be built at 
street crossings. House distribution of conductors will be 
made from these manholes by means of small lateral ccnduits 
or branches. The strength of the material is to conform to a 
report of a Commission on the subject adopted on June 30. 
The con ing company must furnish specimens of its 
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material to the Commissioners, who will have power to 
recommend or condemn it. The decision of the Commission 
on this and on all other points is to be final. The contracting 
company is subject to very stringent rules regarding the 
digging of the trenches, and is restricted to the excavation of 
not more than 200 ft. of trench at one time, unless the per- 
mission of the engizeer is obtained to open a greater length. 
On the completion of 1,000 ft. of conduit the pavement shall 
be replaced. The company is charged with the care of the 
sewers and other underground pipes pending the excavation, 
and safeguards against the danger from blasting are provided. 

When sectional conduits are used the ends of the same 
must be so dressed at the factory as to allow for making an 
air-tight joint. The sections must be laid so that the ducts 
shall be continuous, and the conduits when laid are to be sub- 
jected to such tests as the commission may direct. The brick 
and mortar to be used must be of the best quality. The 
foundations of the manholes are to be of stone masonry, and 
cast iron manhole heads and covers are to be provided. Each 
section of sectional conduits is to be not less thau 34 ft. long, 
exclusive of the hub. 


Electric or Cable Railroads in Boston. 


President Richards and tbe directors of the Metropolitan 
Railroad Co. have for some time been considering the ques- 
tion of introducing other motive power than horses for the 
propulsion of the cars of that road ; and, at the regular 
meeting of the board yesterday, it was decided to introduce 
either electricity or cables. President Richards appointed a 
committee to thoroughly investigate the relative merits of 
both systems ; and whichever proves, in the opinion of the 
directors, to be the most reliable and best im all respects, will 
be adopted. As is well known, there are many objections to 
the cable system, and many people look upon electricity as 
the coming power for street railways, and eventually for all 
railroads; and cables are regarded as merely tempo 
rary expedients to be used until electricity reaches 
a higher state of development. But there are a number 
of electrical railroads already in operation in different 
parts of the world, and some of them are claimed to be suc- 
cessful in every particular. The committee above referred 
to will visit New York, Chicago, Philadelphia and other 
places, and study the practical workings of both the cable 
and the electrical systems. The system that the committee 
recommends will, undoubtedly, be adopted by the directors 
for use on the long lines of the Metropolitan, and eventually 
all the lines will be run by the same system. Under the act 
of the Legislature authorizing consolidation of the street 
railways of this city the use of cable power is authorized, 
but nothing is said about electricity. Should the Metropol- 
itan decide that the latter power is preferable, there would 
necessarily have to be further legislation, but it is believed 
the needed legislation could be secured without opposition 
next winter, and that would probably be as soon as the 
** plant” could be introduced.— Boston Advertiser, Aug. 4. 








THE SCRAP HEAP. 


Evil Effect of the Hot Weather. 


‘© Well, I didn’t think much of last week’s Gazette. That 
report of the Burlington Brake Tests was remarkably 
‘Poor.’ ” 

Pathfinders. 

‘Isn't the ticket system itself,” asked the fat passenger, 
“a proof that the company can’t trust the conductor ?” 
**Not a bit of it,” replied the conductor ; ‘it’s a proof 
that the conductor hasn’t trusted the passengers. Tickets, 
please |” 

** Didn’t make anything by your strike, Jemmy ” asked 
the tireman. ‘‘ Didn't we ?”’ replied the section man; ‘* we 
brought the company to our terms.” ‘* Thought you went 
back on the old time, ten hours a day ?”” *‘ Ah, yes; but look 
here; we struck for eight hours; stayed out seventy days 
and didn’t do a lick of work, not a lick. Now we go back on 
ten hours, and that just about brings the year’s work down 
to eight hours a day. Tell ye, old man, they was some brains 
managin’ our strike.” 

‘* Say,” exclaimed the member of the Legislature, handing 
up his pasteboard, ** last year I traveled on a director’s pass, 
and this year they’ve given me an employé’s trip ticket. 
How is that?” ‘* Oh, that’s all right,” said the conductor, 
soothingly. ‘' You see, last year you managed things for the 
railroad; that made you a director; but this year the rail- 
road is going to boss the Legislature, and so you see—going 
right through to Albany ¢” 

“See here,” said the train-boy, ‘‘does this company pay 
you for —”. ‘Never mind what the company pays me 
for,” said the brakeman. ‘‘Do you suppose I am going to 
let as pretty a girl as that fall out of the window, when by 
working overtime a little I can sit down and hold ber in ¢” 
“She is pretty,” said the train-boy, wistfully, ‘‘and she 
ought to have a handsomer man to do her hugging. 
Couldn’t you set up the oranges for her, or buy her an ivory 
bracelet ?” The brakeman turned blue with rage. “If you 
haven't got the gall,” he cried. ‘Do you think I'd do such a 
thing as that? Why, you don’t know that girl. She 
wouldn’t tolerate such familiarity a minute. Why, I’ve 
only been acquainted with her a quarter of an hour! 
Sbaker next! Shaker !"—Burd-tte, in Puthfinder Guide 
or Auyust. 

A Narrow Escape. 

On Tuesday of last week, a passenger train on the Olean, 
Bradford & Warren—the narrow-gauge road running be- 
tween Olean, N. Y., and Eradford—had one of the narrow- 
est escapes from being blown into eternity ever recorded. 
When about five miles from Bradford, and while rounding a 
sharp curve, Engineer Tyler suddenly came upon a man who 
was driving across the track with a wagon load of nitro- 
glycerine. The lever was reversed, but this seemed to have 
no effect in stopping the train, and the wagon just cleared 
the track as the locomoiive reached it. Engineer Tyler was 
the only one who knew the terrible contents of that wagon 
until Bradford was reached, when he told a friend who was 
in the locomotive cab with him on the trip. The terrific 
force of the explosion which would have ensued had the loco- 
motive struck the wagon cannot be estimated. None of the 
passengers were told of the terrible calamity they so nar- 
rowly missed. 


She Stopped the Train. 


Among the passengers on an up-town elevated road train 
on the Third avenue line yesterday morning was a lady who 
had with her a bright littie girl of 5or6 summers. The 
little miss was evidently bound on her first shopping tour, 
and was asking eager questions and trying to look from the 
ear in all directions at the same time. When the train 
—— at Twenty-third street she took her mother’s hand 
and almost ran down the aisle, so anxious was she to get to 
the street and so fearful of being left. She was just bound- 
ing from the car to the platform when the lady discovered 
that she had left her parasol in her seat. Hurriediy she 
pulled the little girl onto the car and rushed back to recover 
her forgotten parasol and then back to the gate. 











She was too late. The signalfor starting had been passed 
along, the gate was slammed in the faces of the two, and the 
train was already slowly moving. The lady spoke earnestly 
to the guard, but to no avail. His face assumed that hard 
and flintlike expression which is never seen except on the face 
of anelevated train guard. Those of the passengers who had 
had a gate slammed in their own faces fully two minutes be- 
fore a train started, and had been kept from gaining their 
hberty until the next station was reached, thought that the 
couple might as well resume their seats. But this guard had 
a soft spot in his heart for children. 

The little girl looked up into his face and lisped : ‘‘ Oh ! 
please, mister, do let us get off—oh, dear, oh, dear, please do, 
mister.” 

And he did. He pulled the bell-rope, the train came toa 
stop, and the little girl proudly preceded h2r mother to the 
platform, saying, ‘‘ I stopped the train, didn’t I, mamma ?”— 
New York Times. 
Poetry and Prose. 

‘** Try not the pass,” 
wasn't a legislator. 


the old man said, but the old man 


Passes for Life. 

The Camden & Amboy wanted a little strip of water front 
between Kinkora and Bordentown. It was owned by an old 
gentleman named Field, who was keen-sighted, and he saw 
the great future of railroads. His strip of land at that time 
was worthiess to him and only worth a couple of hundred 
dollars, at least, to any one except the railroad company. 
The road offered him a good price for the land and wanted 
to buy it the worst way, but Field refused to sell it except for 
one price—that was a pass for every member of his family 
as long as they lived. His terms were finally accepted and 
the pas:es were issued and have been ever since, although he 
has been dead for many years, and his children are now well 
advanced in years.—Burlington (N. J.) Enterprise. 


Funny Railroading. 

Captain Wood’s gravity train from Bath to Hammonds- 
port early euch morning on arrival of trains from the east, is 
making fun for the people, but is a success. He can adver- 
tise on this train what no other road can—no cinders, no dust, 
an unobstructed view ahead of the train. The alarm for 
crossings consists of blsts on a dinner horn. The run is 
swiftly made, and the morning boat down Lake Keuka is 
caught at Hammondsport at 8:30 o'clock. The train has 
been full nearly every day.—Elmira (N. Y.) Advertiser. 


Asking the Co-operation of Employees. 

General Manager F. N. Finney, of the Wisconsin Central, 
has issued the following circular to the emp‘oyés of the road, 
on the occasion of the opening of the new line to Chicago: 

‘* Through fidelity to duty, politeness to all doing business 
with us, and by personally interesting ourselves in behalf of 
our patrons, the Wisconsin Central line has gained an envi- 
able reputation. In opening the line to Chicago we shall 
have many new relations, many who will come to see if all 
they have heard is true, and so I address you, asking that 
the same care and diligence that has heretofore characterized 
your actions shall be enlarged and increased, and that every 
pains shail be taken tc still further add to our popularity, 
remembering always that eternal vigilance is the price of 
safety as well as liberty, and, furthermore, that we are all 
dependent upon the public, who look for prompt service, safe 
transportation, and biiging representatives. Let us see if 
we can’t make the Wisconsin Central the popular line in the 
Northwest.” 





Train Wreekers on Trial. 

The preliminary examination of the five men recently ar 
rested under charge of wrecking a Missouri Pacific freight 
train last April at Wyandotte, Kan., when several men were 
killed, was begun at Wyandotte, July 29. One of the. men 
has turned state’s evidence and testified fully as to the guilt 
of defendants. They were all held for trial. 


Railroad Young Men's Christian Association. 

The Detroit Branch of the Association reports the addi- 
tion of a number of members. The branch is now in good 
working condition, its chief need additional books for its 
library. The Association is somewhat ambitious, and hopes 
hereafter to secure a permanent building in Detroit for its 
use. This branch has two sub-branches; the first one, at Ionia, 
Mich., reporting an increasing membership, with a total 
attendance at its rooms of 3,562 persons during the quarter 
ending June 30. The second sub-branch, at the Brush street 
station in Detroit, reports a total attendance of 1,041 per- 
sons for the quarter. 

The Springfield (Mass.) Branch reports an attendance of 
2,862 for the month of July in the reading. washing and 
amusements-rooms; 267 baths were taken, 273 papers filed, 
and 75 papers distributed tothe men. The Secretary has 
made 48 visits to the shops and yards; 56 men have availed 
themselves of the rest-rooms; 33 letters have been written by 
the railroad men at the rooms. The attendance on the four 
Sunday services aggregated 109, on the three Bible studies 
20, and the total attendance at the rooms was 2,991. Thirteen 
new members have been added to the association in the month, 
bringing the membership up to 166. This is the high-water 
niark, and a comparison with the membership of 81 two 
years ago, when Secretary Felt took charge, will indicate the 
excellent work he has done. Progress is indicated, too, in the 
increase of 707 in the total attendance at the rooms over the 
number in July last year, and 1,040 over July, 1884. In the 
two years of his service the seating capacity of the hall has 
been increased, the wash-room enlarged and one bath added, 
and the rest-room fitted up. 


The First Railroad in Canada. 


Thursday last was the fiftieth anniversary of the opening 
of the first line of railway in Canada. The road was the 
Champlain & St. Lawrence, and it ran from Laprairie to St. 
Johns, 15 miles. To our modern notions, it was a queer 
affair. The rails were of wood with flat bars of iron spiked 
to them. The locomotive was a small arrangement, im- 
ported, with an engineer to manage it, from England. At 
the outset, the engine was unmanageable. It had a knack 
of coming to a standstill of its own accord, and of moving 
forward when it felt that way. In consequence of its vaga- 
ries, it was called the ‘‘ Kitten.” Buta new engineer being 
enge ged, it became controllable, the driver stating that the 
only trouble with the ** Kitten” had been excessive econ- 
omy in the matter of feeding it with wood and water. The 
rails, too, were guilty of strange freaks. Occasionally the 
rails would curl up under the pressure of the rolling stock, 
and then traffic would have to be suspended until repairs 
had been effected. The company to build the road was char- 
tered on Feb. 25, 1832, just 11 years after the pioneer loco- 
motive had made its first trip between Stockton and Darling- 
ton, and two years after the completion of the first railway 
in the United States. Five years elapsed between the char- 
ter and the rolling stock, and on July 21 the first train, with 
the Earl of Gosford and suite on board, made its journey 
from Laprairie to St. Johns and back. An engine and six 


_ cars composed the train, but the cars were too heavy for the 


‘* Kitten,” so two went on behind the locomotive, making 





the 15 miles in 50 minutes, while the remainder were hauled 
from terminus to terminus by horse-power.—Toronto (Ont.) 
Mail, July 27. 

The Engineer's Story. 

A party of civil engineers, among whom was Gen. D - 
were running a line for a railroad through the mountains of 
Kentucky and crossed a forty-acre farm belonging to an old 
gentleman who came out to the party and inquired : 

‘** Are you going to build a railroad through here, gentle- 
men ?” 

‘* That is our intention,” answered the foreman. 

‘* Well, now, I want to tell you you will have to pay me 
heavy damages. I wouldn’t bave a road through my farm 
for less than $1,000, sir.” 

‘* How much do you value your farm at ?” asked the good- 
natured foreman. 

‘*Six hundred dollars, sir,” proudly answered the old man, 
and he marched off in righteous indignation.—Detroit Free 
Press. 

A Surprised Railroad Man. 

General Passenger Agent Flanders, of the Boston & Maine, 
has a vein of dry humor which has not been obliterated by 
years of successful wrestling with the passenger business of 
a mammoth corporation, one of the best managed in the 
couutry. A stranger called on him a few days ago and said 
to him, presenting a trip pass over the Boston & Maine: 
‘This pass was sent so much sooner, Mr. Flanders, than I ex- 
ected, that it will run out before I am able to use the return 
nalf. Will you kindly extend it 7” ‘‘My dear sir,” said the 
genial passenger agent. ‘‘I am not only happy to do that, 
but very glad, indeed, to know you. You are the first man 
I ever saw or heard of that got a railroad pass sooner than 
he expected it.”—Detroit Free Press. 

A Singular Accident. 

A peculiar accident has happened at the Islington railroad 
shops, Adelaide, South Australia. A 70-ton American cousol- 
idation engine, which was in a stationary position in the run- 
ning shed, suddenly moved back into another engine. The 
rebound sent the first engine down a slight incline into 
another locomotive. It then ran into a paint shop, of which 
it wrecked the partition. Its further progress was stopped 
in this direction, but, rebounding again, it went on to another 
track, collided with four engines and damaged them all more 
or less. It is probable that the cause of the accident was 
that the throttle valve was leaking, thus admitting steam 
into the cylinders. The estimated damage done was £1,200, 
or say $6,000.—Mechanical World. 





®eneral Qailroad “Mews. 
MEETINGS AND ANNOUNCEMENTS, 
Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 

Cincinnati, Hamilton & Dayton, special meeting, at the 
office in Cincinnati, Aug. 26, to vote on the proposed issue of 
preferred stock to retire tha outstanding bonds. 

Nashville, Chattanooga & St. Louis, annual meeting, in 
Nashville, Tenn., Sept. 15. Transfer books closed June 16. 

Northern Pacific, annual meeting, at the office in New 
York, Sept. 16. Transfer books close Aug. 2. 

St. Paul, Minneapolis & Manitoba, annual meeting, at 


the office in St. Paul, Minn., Aug. 19. Transfer books close 
July 21. 








Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Chicago & Alton, 2 per cent., payahle Sept. 1, to stock- 
holders of record Aug. 14. 

Chicago & Eastern Illinois, 24 per cent., semi-annual, 
payable Sept. 1, to stockholders of record on Aug. 14. 

Chicago & West Michigan, 1 per cent., semi-annnual, pay- 
able Aug. 16, to stockholders of record on Aug. 3. This 
company passed the Augus* dividend last year and paid 2 per 
cent. last February. 

Connecticut d& Passumpsie Rivers, 244 per cent., semi- 
annual, on the preferred stock, payable Aug. 2. 

Detroit, Lansing d& Northern, 3'4 per cent., semi-annual, 
on the preferred stock, payable Aug. 16, to stockholders of 
record on Aug. 3. 

Kans 1s City, Fort Scott & Gulf, 4 per cent., semi-annual, 
on the preferred stock, and 1!s per cent., semi-annual, on the 
common stock, both payable Aug. 16, to stockholders of 
record on Aug. 3._ This company vaid 214 per cent. on the 
common stock in February and nothing in August, 1885, 

Maine Central, 3 per cent., semi-annual, payable Aug. 2. 

Marquette, Houghton & Ontonagon, 214 per cent., semi- 
annual, on the yr stock, payable Aug. 16, to stock- 
holders of record on Aug. 7. 

New York, Providence & Boston, 2 per cent., quarterly, 
payable Aug. 10. 

Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows : 

The Master Car d&} Locomotive Painters’ Association will 
hold its annual convention in Chicago, beginning on Wednes- 
day, Sept. 8. 

The Brotherhood of Locomotive Firemen will hold its 
annual convention in Minneapolis, Minn., beginning on 
Wednesday, Sept. 15. 

The General Time Convention will hold its fall meeting in 
New York, on Wednesday, Oct. 18. 

The Western Society of Engineers holds regular meetings 
at its hall, No. 15 Washington street, Chicago, at 7:30 p. m.. 
on the first Tuesday of each month 


General Baggage Agents’ Association. 

The semi-annual convention of this association was held at 
Niagara Falls, N. Y., July 21, President J. D. Marsten in 
the chair. The opening session, after the usual prelimi- 
naries, was devoted to the discussion of claims for indemnity 
account of baggage lost, delayed, etc., in the course of which 
some interesting and curious cases were pres:nted. The con- 
sideration of this subject was continued at the morning ses- 
sion of the convention on July 22, at the conclusion of which 
the committee appointed to draft resolutions on the death of 
Mr. Swift, a member of the association, reported appropriate 
resolutions, which were unanimously adopted. 

The Committee on the question of Sealing Baggage 10 
Transit was increased to 7 members, in order that this ques- 
tion may be thoroughly inauired into, and was directed to 
report at the next meeting. Some changes in the order as 
prescribed in the by-laws was then discussed and agreed to. 
The committee appointed to consider a proposition made by 
the Traders & Travelers’ Union of New York at the last 
meeting presented the following report : 

‘* Your Committee have considered the proposition of the 
Traders & Travelers’ Union to have accorded to persons 
holding their certificates an increased allowance of baggage. 
Your committee do not recommend entering upon the pro- 





posed arrangement with the Traders & Travelers’ Union, 
since it would be, in their judgment, in the nature of a class 
privilege. Admitting all ‘the advantages which are claimed 
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for the registry system to be real, your committee see no rea- 
son why all these advantages may not be secured through 
contracts with the Registry Co. direct, without the interpo- 
sition of a third party having other objects, interests and 
methods than those pertaining to the business of the railway 
companies. If an increased allowance of baggage is to be 
granted in order to induce registration for the purpose of 
protecting the business of the railway companies, through 
that agency, your committee think that the privileges couse- 
quent upon registration should be open to all classes of per- 
sons, and that under such regulations as the railways them- 
selves shall establish, without any possible complications with 
third parties. Holding these views, your committee recom- 
mend that the proposition of the Traders & Travelers’ Union 
be declined.” 

This report was adopted by the convention. 

Several members addressed the meeting, ene in de- 
tail the working of the registration plan, as adopted on the 
Philadelphia & Reading, the Baltimore & Ohio, the Michigan 
Central and the Chicago & Grand Trunk roads. The prac- 
tical result, as shown on those roads, was such as to lead 
their representatives to believe in the value of registration. 
It was also reported that it had been a complete check on 
excess collection, the receipts from excess baggage having 
shown a steady increase, notwithstanding the greater allow- 
ance of baggage made to travelers. 

The remainder of the session was devoted to an informal 
discussion of various details of baggage business, and a com- 
parison of the methods employed by different lines. It was 
decided to hold the next semi-annual meeting, which will 
take place on the third Wednesday in January next, in 
Atlanta, Ga., aud the association then adjourned. 








ELECTIONS AND APPOINTMENTS. 
Cape Fear & Yadkin Valley.—Mr. J. Walker Fry has 
been chosen General Superintendent, with officeat Fayette- 
ville, N. C., in place of Mr. W._ M.S. Dunn, who has gone 
to the Chesapeake & Ohio. Mr. Fry has been for some 
time past Division Superintendent on the Mobile & Ohio. 


Chesapeake & Delaware Canal Co.—The board of man- 
agers has elected Coleman Nicholson Secretary and Treasurer 
in place of J. L. Wilson, the missing detaulter. 


Chicago & Eustern Illinois.—Mr. Percival W. Clement, 
of Rutland, Vt., has been chosen a director in p'ace of Mr. 
F, W. Huidekoper, resigne 1. 


Chicago, Kansas & Western.—General Manager C. W. 
Smith announces the following appointments: J. F. God- 
dard, Assistant General Manager : G. R. Peck, General Soli- 
citor; Don A, Sweet, Assistant Traffic Manager; W. F. White, 
General Passenger Agent; J. S. Leeds, General Freight 
Agent. The road is a proprietary line of the Atchison, To- 
peka & Santa Fe. 


Cincinnati & Eastern.—Mr. W. D. Gray is appointed 
Auditor, in place of Russell Elliott, resigned. 


Cincinnati, Hamilton & Dayton.—Mr. W. H. Fisher is 
appoiuted General Agent of the passenger department of this 
company at Indianapolis, Ind., in place of W. M. Shaw, re- 
signed, to date from Aug. 1. 

Mr. P. P. Young is appointed City Passenger Agent in 
Cincinnati, with office corner Fifth and Vine streets in that 
city, in place of C, L. Sares, resigned. 


Cleveland & Marietta.—The officers of this company as re- 
organized are: President, A. F. Wikoff, Cambridge, O.; 
Secretary and Treasurer, G. H. Candee, New York. 


Cornwall & Lebanon.—Mr. Ned Irish has been appointed 
General Superintendent, Freight and Passenger Agent, with 
office at Lebanon, Pa., in place of J. C. Jennings, resigned. 

Covington d& Macon.—At the annual meeting in Macon, 
July 31, the following directors were chosen: N. E. 
Harris, W. H. Ross, Macon, Ga.; John C. Key, Monticello 
Ga.;C. G. Talmage, W. B. Thomas, Athens, Ga.; B. W 
Frobel, Atlanta, Ga ; Douglas Green, Norvin Green, H. M. 
Herman, A. C. Palmer, 1. H. Sweetser, New York. The 
board elected H. M. Herman President; B. W. Frobel, Vice- 
President and General Manager; A. C. Palmer, Secretary and 
Treasurer. 


Denver & Kio Grande.—Mr. Charles M. Hobbs has been 
appointed Purchasing Agent of this company, taking effect 
July 12, the date of reorganization of the company. § 


’ 


Kansas City d& Puc: fic.—The directors of this new com- 
pany are: Lee Clark, E. H. Edwards, C. H. Kimball, Par- 
sons, Kan.; J. L. Loose, Kansas City, Mo.; A. McNally, F. 
Peutield, Chicago; W. H. Wolverton, New York. 


Long Island.—Under date of July 27, I. D. Barton, Gen- 
eral Superintendent, issued the following notice: 

‘Notice is hereby given that Mr. Benj. Norton has been 
appointed Assistant Superintendent of this road, to take 
effect immediately, and that under such title he will have 
charge of the Purchasing and Pay departments, as heretofore, 
in addition to such other duties as may devolve upon bim. 
Such orders as be may have the right to issue under this title 
will be obeyed accordingly.” 


Middletown & Crawford.—This company (whose road is 
leased to the New York, Lake Erie & Western Co.) has 
elected directors as follows: R. M. Crosby, Crawford, N. Y.; 
Albert Bull, J. P. Madden, Middletown, N. Y.; 8. M. Felton, 
i ‘aes King, A. R. Macdonough, W. L. Strong, New 

ork, 

Missouri Pacific.—A circular has been issued by General 
Superintendent Kerrigan announcing that D. Brock, Super- 
intendent of Transportation, having tendered his resignation, 
to take effect July 31, the office of Superintendent of Trans- 
peatetion is from that date abolished, and that C. W. 
Hequembourg, in addition to the duties already assigned him, 
is appointed Car Service Agent, and will have charge of the 
distrivution of cars as between divisions. All reports hereto- 
fore made to the Superintendent of Transportation will, on 
end sie Aug. 1, be made to the Car Service Agent, St. 

ouis, 


Newport News & Mississippi Valley Co.—Mr. W. M. 8. 
Dunn has been appointed General Superintendent of the 
Eastern Division (the Chesapeake & Ohio and the Elizabeth- 
town, Lexington & Big Sandy roads), with office in Rich- 
mond, Va. Mr. Dunn was formerly for several years 
(eneral Superintendent of the Chesapeake & Ohio; he left 
the road in 1881 to become Engineer and Superintendent of 
the Virginia Midland, where he remained until February of 
last year, when he was geo General Superintendent of 
the Cape Fear & Yadkin Valley road. He now leaves the 
last-named line and returns to the Chesapeake & Ohio. 


New York City & Northern.—The following order from 
Receiver Joel B. Erhardt is dated New York, July 26: ** Be- 
ginning Aug. 1 the following changes and appointments will 
be in effect : Mr. Frank 8. Gannon having resigned to take 
an a position on the Baltimore & Obio Railroad, 
the office of General Superintendent will remain vacant 


until further notice. Mr. H.C. Willets is appointed Traffic 
Manager; Mr. M. W. Maguire, Master of y 


ransportation ; 











Mr. C. P. Curtis, Car Accountant; Mr. W. H. Rockwell, 
Purchasing Agent. Mr. Thomas Millen will continue as 
Master of Machinery, and Mr. H. C. Moore as Roadmaster. 
The office of General Freight and Passenger Agent will be 
abolished. All heads of departments will report direct to 
the Receiver. 

‘In accordance with the foregoing changes and appoint- 
ments, the Traffic Manager will have general charge of every- 
thing pertaining to the procurement of traffic; examination 
of all claims for loss and damage in connection with traffic, 
and make vouchers for same; distribution of all tickets: prep- 
aration of all tariffs; control of 53d street and Pier 40 sta- 
tiovs, also floatage; see that all agents, home and foreign, are 
instructed in matters pertaining to traffic, and conduct all 
traffic arrangements with foreign roads. 

‘*The Master of Transportetion shall have the care of the 
movement of trains and control of all nen employed in the 
train service, including station men, and engineers and fire- 
men while on the road. He shall require strict observance of 
the rules of the road by those under him, and be responsible 
for the safe and economical running of trains. 

‘** He shall make from time to time such suggestions to the 
Receiver, in relation to the operations of the road, as may 
seem to him necessary to promote its interests. He will keep 
the Receiver promptiy and fully advised of all accidents and 
important occurrences and transactions in connection with 
the operating department of the road, and perform such 
other duties as may be assigned to him by the Receiver. He 
shall examine all candidates for position of engineer or fire- 
man, as to their fitness for the place in matters of train move- 
ments, signals, etc.. and must approve of the appointments 
before they are made. 

** The Master of Machinery shall have charge of all machine 
and repair shops, and of all equipment and machinery, and 
keep the same in good order and condition. He s‘all have 
control of all men employed in building, repairing, maintain- 
ing and cleaning engines, cars and machinery, and of locomo- 
tive engineers and firemen, except when they are on the road 
with their engines. He shall only appoint and transfer engi- 
neers and firemen with te app: oval of the Master of Trans- 
portation, and shall furnish engives and cars in accordance 
with the directions of the Master of Transportation. 

‘The Roadmaster shall have general supervision of the road- 
bed, tracks, bridges, fences and buildings, giving particular 
attention to the maintenance of the same. He stall cause 
them to be kept in good repair, and diligently watched and 
protected against accident. He shall respond to any call 
made by the Master of Transportation in matters connected 
with the daily movement of trains. He shall have full con- 
trol of all employés in his department. 

‘*Heads of departments wili make out and approve the 
pay-rolls of all the men employed under their direction, and 
be responsible for the proper discipline in their departments ; 
also for the economical use of all supplies used in their 
respective departments.” 


New York, Lake Erie & Western.—Mr. J. F. O’Brien is 
appointed Superintendent of the Mahoning Division of the 
leased New York Pennsylvania & Ohio road, in place of N. 
F. Wood, resigned. Mr. O’Brien began railroad service 17 
years ago as Assistant Engineer of the Mobile & Montgomery 
road, and 8 years later was appointed Assistant Superin- 
tendent of the Memphis & Charleston road. After serving 
on that line for a few months he was appointed Chief Engi- 
neer and Assistant Superintendent of the East Tennessee, Vir- 
ginia & Gecrgia road, and 3 years later was made General 
Superinterdent. A little over a year ago he left that road 
and was appointed General Manager and Agent for the Re- 
ceiver of the Lackawanna & Pittsburgh road, which position 
he has since held. . 


Pennsylvania.—The following circular from Mr. Theo. N. 
Ely, General Superintendent of Motive Power, is dated 
Altoona, Pa , July 27: 

**Mr. John W. Cloud, Engineer of Tests, has been appointed 
Mechanical Engineer, vice Mr. J. B. Collin, deceased, to date 
from Aug. 1. The office of Engineer of Tests will from that 
date be merged into that of Mechanical Engineer, and the De- 
partment of Physical Tests will be in charge of the Me- 
chanical Engineer, who will make investigations, examine 
current supplies and materials to be purchased, and perform 
the other duties which pertain to that department.” 


Rio Grande.—The officers of this oe ood are: President, 
Alexander Werbiskie; Secretary and Treasurer, Wm. A. 
Valls. Office at Brownsville, Texas. 


St. Joseph & Grand Island.—Mr. Wm. Lush is appointed 
Chief Engineer, to date from Aug.1. He has been for 18 
years past connected with the New York Central & Hudson 
River road. 


St. Louis, Arkansas & Texas.—Mr. W. H. Selby has been 
appointed Master Mechanic, with office in Tyler, Tex. He 
was recently on the Council Bluffs & St. Louis road. 


St. Louis, Ft. Scott & Wichita.--The following order from 
Superintendent R. Harding is dated Wichita, Kan., Aug. 1 

** On and after this date the office of Trainmaster of these 
lines will be abolished. Wm. P. McNair, Assistant Superin- 
tendent, will, in addition to his present duties, assume those 
formerly performed by the Trainmaster. All persons in the 
train and station service will report to him at Wichita, Kan- 
sas,” 


St. Paul, Minneapolis & Manitoba.—Mr. William E. 
Smith has been appointed General Solicitor of this company, 
and from Aug. 1 will have general charge of all legal busi- 
ness of the company. 


Savannah & Tybee.—This company was organized in 
Savanneh, Ga., July 28, by the election of the following 
directors: Henry Blun, J. H. Estill, Samuel P. Hamilton, 
John J. McDonough, Herman Myers, D. G. Purse, J. C. 
Rowland. The board elected Capt. D. G. Purse, President ; 
John W. Burroughs, Secretary and Treasurer: Capt. John 
Postell, Chief Engineer. 


Sinnemahoning Valley.—M. William McMurtry is ap- 
— Superintendent of this road, with headquarters at 
eating Summit, Pa., to date from Aug. 1. 


Syracuse & South Bay.-—The directors of this new com- 
pd are : G, A. Crownhart, Canastota, N. Y.; Stephen D. 

ke, George S. Wales, Rochester, N. Y.; James C. Rawn, 
Geddes, N. Y.; H. McGonegai, Albert O. Matthews, Walter 
S. Wales, Syracuse, New York. 


Texas & Pacific.—Mr. W.W. Finley has been appointed 
General Freight Agent, succeeding Mr. Oscar G. Murray, 
who recently resigned the position of Traffic Manager. 

Dr. B. F. Eades has been appointed Chief Surgeon, and 
will have charge of the Huspital Department, with office at 
Marshall, Texas. 


Washingtow & Idaho.—The directors of this new company 
are: H. W. Livingstone, J. A. Perkins, Colfax, Wash. Ter. : 
Isaac Cooper, Julius Garland, Warren Sayre, Horace F. 
Stratton, George W. Truax, Wiley A. Walker, Farmington, 
Washington Territory. 


West Feliciana.—J. Stewart McGehee is now Secretary, 
Treasurer and Accountant of this company. The general 
offices are at Woodville, Mississippi. 





PERSONAL. 


—Mr. N. F. Wood has resigned bis position as Superintend- 
ent of the Mahoning Division of the New York, Pennsylvania 
& Ohio road. 


—Mr. C. J. Waller has resigned his position as General 
Passenger and Ticket Agent of the Mobile & Ohio Railroad, 
and will go into business in Chicago, 

—It is reported that Mr. Jobn M. Egan has resigned his 
office as General Superintendent of the Canadian Pacific, to 
cages position on the St. Paul, Minneapolis & Manitoba 
road, 

—Mr W. H. Selby has resigned his office as Superinten- 
dent of Machinery and Car Department of the Council 
Biuffs and St. Louis Railroad, to accept a position on the 
St. Louis, Arkansas & Texas road. 


—Mr.F. L. Cleapor, for a number of years connected with 
the Northeastern Railroad of South Carolina, bas closed bis 
connection with that company and has removed to Boston, 
where he will engage in private business. 

—Mr. F. H. Kingsbury, who occupies the newly-created 
office of Through Freight Agent of the Pennsylvania Rail- 
road, has established his office at No. 346 Broadway, in the 
building where Mr. Fink’s offices are situated. 

—Mr. William Lush has resigned his position as Assistant 
Chief Engineer of the New York Central & Hudson River 
road to accept a position on the St, Joseph & Grand Island 
Railroad. Mr. Lush has been with the New York Ceutral 
for 18 years past. 

—It is reported that Mr. J. 4. Earling, Assistant Superin- 
tendent of the Chicago, Milwaukee & St. Paul road, bas been 
offered an important position on the Canadian Pacific, but 
has not yet decided whether to accept this position or to re- 
tain his present office. 


—Col. Charles L. Schlatter, formerly General Manager 
and Vice-President of the Brunswick Western road, and at 
one time Chief Engineer of the State of Pennsylvania, died 
at Brunswick, Ga., Aug. 4, in the 79th year of his age. Col. 
Schlatter was one of the oldest civil engineers of note in the 
United States. 


—Mr. Harrison Durkee, for many years a prominent broker 
ou the New York Stock Exchange, died at his residence in 
that city, Aug. 4, aged 73 years. H2 was for many years a 
director of the Western Union Telegraph Co., and for some 
time past Vice-President also. He was a director of the New 
York, Lake Erie & Western Co. from the organization of 
the present company until two years ago, 

—Mr. Frank S. Gannon has resigned his office as General 
Superintendent of the New York City & Northern road, to 
accept an impo) tant position on the Baltimore & Obio. Mr. 
Gannon has addressed a farewell letter to the officers and 
employés of the road, thanking them for the manner in which 
they have performed their duties during the past 5 years 
under his charge. On the evening of July 31 the employés 
presented Mr. Gannon with a valuable watch and chain as a 
testimonial of their esteem for him. 

—Mr. J. W. Cary died Aug. 3, in Cleveland, O. Mr. Cary 
entered the service of the Cleveland, Painesville & Ashtabula 
road 35 years ago asa clerk in the freight office, and was 
gradually promoted until he became General Passenger Agent 
of the ma When the road became part of the Lake Shore 
& Michigan Southern by consolidation he was made General 


: Ticket Agent of the consolidated company. Some two years 


ago continued i}l health forced him to retire practically from 
work, but the directors refused to accept his resignation until 
last January, when all hopes of his recovery had passed. A 
few months ago it became necessary to remove him to the 
insane asylum at Cleveland, and he died in the asylum. At 
the time of his retirement Mr. Cary was the oldest in service 
of the general officers of the Lake Shore road. He was an 
exceedingly careful and painstaking officer, and his sickness 
and mental failure are said to have resulted from overwork, 

—Hon. Samuel J. Tilden died suddenly at his summer resi- 
dence, Greystone, near Yonkers, N. Y., on the morning of 
Aug. 4, aged 72 years. Although he had been physically 
weak for some time past, bis death was entirely ciempected : 
it was caused by failure of the heart. His career as a states- 
man and a great party leader will be sufficiently told by the 
daily papers; to railroad men he is known chiefly as a great 
lawyer, whose practice was largely in railroad and corpora- 
tion law. Of this part of his career the New York Evening 
Post says: 

“Mr. Tilden continued his practice of the law for 35 years 
until he was elected Governor in 1874, and he was often con- 
sulted on important matters, especially relating to corpora- 
tions in which he was interested, many years later. His any- 
lytical powers were naturally great, and his arguments in 
court and his examination of witnesses showed the perfection 
of method. Judge Hogeboom is reported to bave said of bim 
once, speaking of a case which he occupied a day and a half 
in summing up, that ‘he spoke as if ina trance.’ He was em- 
ployed in many very important corporation cases, and it was 
said 12 years ago that ‘more than half the railroad enter- 
prises of the West, north of the Ohio and between the Hudson 
and Missouri Rivers, during the last 20 years have, in one 
way or another, stood in the relation of clientage to Mr. Til- 
dep.’ Ina case conducted for the Cumberland Coal Co. in 
Maryland, he established the application to the directors of 
all corporations of the legal principle that a trustee cannot 
deal with trust property. In preparing the defense of a case 
of the Delaware & Hudson Canal Co. against the Pennsy)- 
vania Coal Co., it is related that he employed 12 clerks for 
a year gathering statistics and general information about 
canal navigation.” 

Mr. Tilden carried through the reorganization of the Chi- 
cago & Alton, the St. Louis, Alton & Terre Haute and other 
companies. He was a director in those and other railroad 
companies for a time, and served asa director of the Pitts 
burgh, Fort Wayne & Chicago up to the time of his death. 











TRAFFIC AND EARNINGS. 


Coal. 


Coal tonnages for the week ending July 24 are reported as 
follows: 


1886. 1885. Inc. or Dec. P.c. 
ee 634,670 699,315 D. 64,645 9.2 
Eastern bituminous. .... 270.958 222,121 I, 48.837 22.0 
CaP Sree 75,967 49,747 1. 26,220 62.7 


The anthracite market is dull, with unusually light buying 
reported. It is claimed that all the companies are adhering 
to the agreement to raise and maintain prices, 

Bituminous shippers, as usual at this season, are complain- 
ing that their shipments are limited by a short supply of 
cars. 

Coke shipments continue to show a very large gain over 
last year’s output. 

Cumberland coal shipments for the seven months to July 31 
are given by the Cumberland Civilian as follows : 

1886. 1885.  Inc.or Dec. P.c. 
Baltimore & Ohio R. R..... 879.182 1,137,015 D. 257.833 22.7 
Bedford Div., Penna. R. R.. 152.853 238,953 D. 85,200 35.8 
Chesapeake & Ohio Canal.. 82,011 174,002 D. 91,991 52.9 








ie soot 1,114,04€ 1,549,070 D. 435,024 28.1 
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Local deliveries are included in Baltimore & Ohio shi 
ments, The decrease this year is due to the long strike of the 
miners, 

Actual tonnage passing over the Huntingdon & Broad Top 
Mountain road for the seven months to July 31 was: 


1886. 1885. Inc. or Dec. 


8 72 
217,383 





Proad Top coal........ : 94.313 I. 123,070 130.5 
Cumberland coal.... .. 171,598 265,090 D. 93,492 35.3 
Total..... eseatile 388,981 359,403 I. 20,578 82 


The Broad Top coal is mined on the line; the Cumberland is 
carried through from Mt. Dallas to Huntingdon for the 
Pennsylvania Railroad. 

For the six months to June 30 the Tennessee Coal, Iron & 
Railroad Co. shipped from its mines 74,795 tons of coal and 
75,594 tons of coke; a total of 150,389 tons. The coke ship- 
ments show a large increase, and for the half-year exceeded 
those of coal. 

The coal tonnage of the Pennsylvania Railroad Division of 
the Pennsylvania Railroad for the seven months to July 31 
was: 


1886. 1885. Inc. or Dee. P.c 
ee eee 6,633,317 6,197,664 1. 435.653 7.0 
= Re 1,937,666 1,479,598 1.458.068 31.0 
NS cncevibenteac 8,570,983 7,677.262 1. 893,721 11.7 


This includes all coal and coke passing over the road, 
whether mined on the line or received from other roads. The 
details of the tonnage this year are a» follows : 











Line of From other 
roa ines. Total. 
DNR in 25. aeccecwnss 1,089,717 1,841,927 2,881,644 
Bituminous see eee e 2,984,989 768,684 3.751.673 
GE ete cacgbarnenticanecnas 1 910,784 26,882 1,937,666 
TOME BEikiciisiasadc dss 5,935,490 2,635,493 8,570,983 


The gain in tonnage this year was made in spite of the stop- 
page of production by strikes for several weeks in the princi- 
pal bituminous districts. 

The anthracite coal tonnage of the Belvidere Division, 
Pennsylvania Railroad, for the seven months to July 31 was: 





1886. 1885. Ine. or Dec. P.c¢. 

Coal Port for shipment... 36,783 45,895 9,112 19.8 
S. Amboy = - 291,756 334,024 D. 42,268 12.6 
Local pomts on N. J. divs 445,429 435.270 I. 10,159 2.3 
Co.’s use * 131,33 127,628 I. 3,709 2.9 
WON ois Ae cmdnens oe es 905,305 942,817 D. 37,512 4.0 


Of the total this year 754,081 tons were from the Lebigh 
Region, and 151,223 tons from the Wyoming Region. 
Cotton. 
Cotton movement for the eleven months of the crop year 


from Sept. 1 to July 30 is reported by the Commercial and 
Financial Uhronicle as follows, in bales: 







Interior markets : 1885-86. 1884-85. Inc. or Dec. P.c. 
ee 3,357,337 2,623,015 I. 734,352 28.0 
Shipments.......... .... 3,315,591 2,619,652 I. 695,938 26.6 
Stock, July 30 ...... .. 57,626 20,578 I. 37,048 179.8 

Seaports : 

Receipts... .. eee 5,298,672 4,723,913 I. 574,759 12.2 
Exports........ .. 4,240 466 3,854,216 I. 386,250 10.0 
Stock, July 30.. ... 234,767 214,485 I. 20,282 9.5 


It must be remembered that a large part of the cotton 
shipped from interior markets appears a second time in the 
receipts at the seaports. 

The Chronicle says : ‘‘ In the table below we give the re- 
ceipts from plantations, and add to them the net overland 
movement to July 1, and also the takings by southern 
spinners to the same date, so as to give substantially the 
amount of cotton now in sight : 











1885-86. 1884-85. 1883-84. 1882-83. 
Receipts at the ports 

CY 2 eer 5,298,672 4,723,913 4,805,767 5,940,554 
Interior stocks onJuly 
30 in excess of Sept. 

Us dasten les f penaects 41,776 3,363 *26,849 41,401 
Tot. receipts from 

plantations ..... 5,340,448 4,727,276 4,778,918 5,981,955 

Net overlund to July 1 816,558 5,566 573,605 637,698 
Southern. consump 

tion to July 1....... 300,000 261,000 292,000 348,000 
Total in sight 

fg ae 6,457,006 5,593,842 5,644,523 6,937,653 
Northern spinners’ 

takings to July 30 .. 1,734,261 1,349,688 1,535,261 1,708,113 


* Decrease from Sept. 1. 


‘* Tt will be seen by the above that the increase in amount 
in sight July 30, as compared with last year, is 863,164 bales, 
the increase as compared with 1883-84 is 812,483 bales, and 
the decrease from 1882-83 is 480,647 bales.” 


Lake Superior Iron Ore. 
Shipments of iron ore from the Lake Superior region from 
the opening of navigation to July 28 are given by the Mar- 
quette Mining Journal as follows, in tons: 
1886. 1885. Inc. or Dec. P.c. 
19,136 D. 19,146 100.0 


Marquette District, L’Anse... .. ... .. . 
3 oak 415,032 300,327 I. 114,705 38.2 


Marquette.. 


= - St. Ignace... 28,509 38,117 D. 9,608 25.3 

* a Escanaba... 262,370 264,373 D. 2,0u3 0.8 
Menominee Dis., Escanaba.... 423.099 356,247 I. 66,852 18.8 
Gogebic Dis., Ashland..... .... WRU cs cncvce I, 286,078 ... 
Vermilion Dis.,Two Harbors.. 129,200 ........ I. 129,200 .... 
en 1,544,288 978,200 I. 566,088 57.4 


The total from the Marquette District was 705,911 tons. 
Pig iron cgyery were: Marquette, 2,059; St. Ignace, 
6,344; total, 8,403 tons. 

St. Louis East-Bound Pool. 
Arbitrator Gault has announced his awards of 
for the roads in the St. Louis east-bound pool. 
as compared with the old division, are as follows : 
-Dead freight. —Live stock.— 


reentages 
he awards, 








Award. Old Award. Old. 

Chicago & Alton.............. 20.0 20.0 23.0 21.5 
Indianapohs & St. Louis...... 20.0 20.0 21.5 21.5 
Ohio & Mississippi ............ 18.5 20.0 9.5 10.0 
Vandalia line.................. 21.5 20.0 24.5 25.5 
RUNNERS a. 0000600) se ykevevene 20.0 20.0 21.5 21.5 
as sharks cece cesses 100.0 100.0 100.0 100.0 


The awards, it is said, are not satisfactory to all the roads, 
and some of them will ask for a rehearing. 


Chicago-Ohio River Pool. 

The general freight agents of the roads in the Chicago-Ohio 
River pool met in Chicago, Aug. 3, for the purpose of e gree- 
ing upon steps to be taken in relation to the refusal of the 
southern lines to allow the lines in the Chicago-Ohio River 
pool the privilege of making rates to southern points. After 
some discussion it was resolved that the rates or. heavy freight 
from Green Line points to points in the Chicago-Ohio River 
pool territory should be made on the Ohio River basis, and 
that the 1 ates and divisions should be submitted to the Com- 
missioner of the southern 1 for approval, and that no 
change shall be made in ugh rates and divisions until 
the ve been approved also by the Commissioner of the 
Chicago-Ohio River pool. 








Railroad Earnings. 


Earnings of railroad lines for various periods are reported as 
follows: 


Seven months to July 31: 
1886. 





; 1885. Inc. or Dec. P.c 
Buf.,N. Y. & Ph. $1,442.437 $1,290,743 I. $151,694 11.4 
Buff., Roch. & P.. 622,520 961.220 D. 38,700 5.9 
Central Iowa... .. 593,622 653,269 I. 40,353 6.2 
Chic. & Alton.... 4,224,668 4,307,329 D. 82,663 1.9 
Chi, & East. Ill.. 923,497 856.464 L. 5 : 7.7 
Chi., Mil. & St. P. 12,675,000 12,505,933 I. 1.3 
Long Island...... 1,618,143 1,542,524 I. 49 
Mil.,L. 8. & W. 1,066,504 678,471 I. 57.2 
St. L.& 8. F...... 2,437,321 2,313,080 I. 5.4 
Six months to June 30: 
Atch.,T.& S. F.. $6,941,367 $7,227,256 D. 3.9 
Net earnings.... 2,942,767 3,114,929 D. 5.5 
Camden & Atl.... 214.525 206,038 I. 4.1 
Net earnings.... *4,264 80 D. pare 
Chi., Bur. & Q.... 11,523,358 12,372,967 D. 6.9 
Net earnings... 4,844,133 5,155.647 D. 6.0 
Dan. & Norwalk.. 99,670 94,853 I. 5.1 
Gulf, Col.& S. F. 911,386 599.304 I. 52.0 
Mexican Central.. 1,833,263 1,880,696 D. 2.5 
Net earaings.... 587,397 833,899 D. 29.2 
Miss. & Tenn.... 180,391 234,602 D. 23.1 
N.Y.&NewE.. 1,792,154 1,513,915 I. 18.4 
Net earnings... 583,643 438,390 I. 33.1 
Northern Pacific.. 4,988,256 4,606,431 I. 8.3 
Net earnings... 2,170,244 1 920,780 IL. 12.9 
Union Pacific..... 11,606,088 11,224,530 I. 3.4 
Net earnings... 3,161,323 3,274,667 D. 3.4 
West Jersey...... 545.638 510.793 I. 6.8 
Net earnings... 176,647 184,881 D. 4.4 
Five months to May 31: 
Ul., C., C.. & 1.. $1,483,486 $1,348.477 I. $135,009 10.0 
Net earnings... 441,084 244,058 I. 197,026 80.7 
Gal.,Ha.&S. An. 1,031,373 1,158,073 D. 126,700 10.9 
Net earnings... 91,55 493,703 D. 402,144 80.6 
Guif., W. T. & P. ee a ‘ 
Net earnings.... *4,118 eae cae ae at 
Louisiana West.. 251,755 244.434 I. 7,321 3.0 
Net earnings... 122.685 127,668 D. 4.993 3.9 
Morgan’sLa. &T. 1,689,605 1,587,410 I. 102,195 6.4 
Net earnings.... 435,135 557,027 D. 121,892 21.9 
N. Y., T. & Mex.. 52,493 ee Pa) he en ie: 
Net earnings. .. er ae a ee is 
Rome, W. & Og.. 821.085 608,795 I. 212,290 34.8 
Tex. & N. Orl’ns. 370,868 375,620 D. 4,752 1.3 
Net earnings... 147,565 156,261 D. 8,596 5.6 
Tol. & Ohio Cent. DE hd “wensieses. Sl weebmces ne 
Month of May: 
Ci ,C..C.&1.... $309,323 $264,031 L. $45,292 17.2 
Net earnings. .. 100,522 49,044 I. 51,478 105.0 
Gal., Ha. & S.A. 191,471 250,522 + D. 59,051 23.1 
Net earnings... *18,713 119,413 D. 138,126 .... 
Gulf, W. T. & P. 3.507 5,944 D. 2.437 41.3 
Net earnings ... *1 373 508 I. 865 1027 
Louisiana West.. 46.550 44,730 I. 1,820 4.1 
Net earnings. .. 18,070 21,934 D. 3,864 17.6 
Morgan's La. & T 276,738 293.932 D. 17,194 5.9 
Net earnings. .. 24,355 78.849 D. 44,484 56.3 
N. Y., Tex. & M.. 11,430 23,500 D. 12,070 51.3 
Net earnings... *] 558 7,000 D. 8,558 z" 
Rome, Wat. & Og. 212.058 133,645 1. 78,413 58.5 
Tex. & N. Orl'ns. 63,004 75,702 D. 12,698 16.7 
Net earnings... 17,933 32,769 D. 14,527 45,2 
Month of June: 
Atch., T. & S. F. $1,252,754 $1,218.772 I. $33,982 28 
Net earnings.... 613,606 557,237 I. 56.269 10.1 
Camden & Ail... 53,341 50388 L. 2,953 5.9 
Net earnings... 7,939 7,989 D. 50 0.6 
Chi., Bur. & Q... 2,148,532 1,992,485 I. 156.047 7.8 
Net earnings. .. 939,076 768,287 I. 170,789 22.3 
Dan. & Norwalk.. 19,264 18,549 I. 715 3.9 
Gulf, Col. & 8. F.. 161,358 126,426 I. 34,932 °*.7.7 
Mexican Cen...... 274,764 278,770 D. 4,006 1.4 
Net earnings. . 78,712 * 99,484 D. 20.772 208 
Miss. & Tenn.... 22,949 31,553 ~D. 8.604 27.2 
N. Y., & New E.. 314,317 271,057 I. 43,269 16.0 
Net earnings... 96,520 81,263 IL. 15,257 18.8 
Northern Pac.... 1,077,356 1,012.507 I. 64.849 6.3 
Net earnings... 559,284 564,836 D. 5,692 1.0 
Tol., A.A. & N.M. 24,226 23,256 I. 970 4.2 
Union Pacific..... 2,263,822 1,655,396 1. 308,429 15.8 
Net earnings. .. 538,297 480 [. 128,817 32.2 
West Jersey...... 115,380 111,048 I. 4.332 3.9 
Net earnings... 46,562 49,156 D. 2,594 5.3 
Month of July: 
Buff,N.¥.& P.. $241,800 $207,300 I. 34,500 16.7 
Buff., R. & Pitts. 114,312 306,909 I. 7,403 69 
Central Iowa. .... 99, 93,916 I. 5.126 5.5 
Chicago & Atl.... 129,807 89,910 I. 39.897 44.3 
Chi. & Alton.... 714,803 668.493 I. 46.510 6.9 
Chi. & East. Ill.. 137,834 114,0€4 I. 23.770 20.8 
Chi., Mil. & St. P. 2,036,000 1,893,976 I. 142,074 7.5 
Long Island...... 391,661 373,079 I. 18,582 5.0 
Mil., L. S. & W.. 238,716 112,818 I. 125,898 111.4 
St. Louis €San F. 407,818 326,078 I. 81,730 25.1 
Third week in July: 
Cairo. V. & C..... $19,714 $8,629 I. $11,085 128.7 
Flint & Pere Mar. 43,480 32,613 I. 10,967 33.6 
Ind., Bloom. & W. 56.403 40.642 I. 15,761 38.8 
Long Island...... 90,564 95,170 D. 4606 4.9 


* Deficit. 

Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 


Buffalo Grain Trafiic. 


Buffalo grain receipts by lake from the opening of naviga- 
tion up to July 31 were as follows for four years past, flour 
in barrels and grain in bushels, flour being reduced to wheat 


in the totals : 

1886. 1885. 1884. 1883. 
See eee 1,935,778 894,423 867,590 908,015 
Grain............. 31,435,585 20,705,312 18,444,180 25,761,405 





Total, bushels.. 41,114 475 25,177,427 22,782.430 30,303,480 

The total increase this year over 1885 was 15,937,048 
bushels, or 63.3 per cent. . 

For the same period shipments eastward of grain received 
by lake have been, in bushels : 

















1886. 1885. 1884. 1883. 
By canal ......... 18,912,850 12,537,013 13,138,451 17,648,462 
Ry rail.......... . 10,881,379 5,988,090 4,269,464 5,598,586 
Total.......+: - 29,794,229 18,525,103 17,407,915 23,247,048 
Per cent. by rail 36.2 32.3 24.5 24.1 


The canal opened May 1 this year, May 11 last year, May 
7 in 1884 and May 7 in 1883. 

Up to July 31 there were 3,167 boats cleared from Buf- 
falo on the canal, against 2,171 last year. 


Central Traffic Association. 
The Central Traffic Association met at Niagara Falls, Aug. 3, 
to consider a number of important points, as noted in the 
call for the meeting which was published last week. On the 
first day only roetine business was transacted, the representa- 
tives of several roads having been delayed in arrival. 


California Through Freights. 


Shipments of through freight eastward by rail from Califor- 
nia points for May and the five months to May 31 were as 
follows, in tons : 


1886. 1885. Inc. or Dec. P. oc. 
ME caticthas Soeederwkeate ts 12.675 12,945 D, 270 21 
Cg, rer 98, 61,966 I 36,711 59.2 


The Southern Pacific Co., operati 


both lines, no longer 
states whether the freight was sent 


y the Central or the 





Southern line. Leading articles of freight from San Fran- 
cisco in May were 3,572 tons sugar, 1,288 tons wool, 447 
tons wine, and 428 tons tea. The leading item from interior 
points was 2,458 tons oranges from Los Angeles. About 60 
per cent. of the freight was shipped from San Francisco. 


Lumber from Nova Scotia by Sea. 


The experimental raft which was to bring a large quantity 
of logs from Two Harbors, N.S., by seato New York will 
in all probability not be dispatched this year. Thelogs were 
put together very much in the form of a boat, pointed at each 
end, and were to be towed to New York by an ocean steamer. 
An attempt was made to launch the raft Aug. 2, but its 
weight was too great for the ways and they broke down, al- 
lowing the raft to settle down in such a way that it is thought 
it will be impossible to move it without taking it apart, an 
opperation which will take sometime and probably prevent 
its dispatch before the winter storms set in. 
Texas Traffic Association. 


The Texas Traffic Association closed its meeting at Saratoga, 
N. Y., July 31, after holding sessions for ten days. All the 
roads in the Association were represented,Jbut the meetings 
were held with closed doors and no report of the proceeding 
was permitted. It was stated after the close of the meeting, 
however, that after long continued discussion an entirely new 
division of traffic was agreed upon and a new contract 
adopted, which has been signed by all parties. The terms of 
the contract and the new divisions were not made public. It 
is understood that the changes in the agreement are intended 
to make the working of the Association easier and to remove 
the objections made by some of the roads to the former con- 
tract. 
East-Bound Freight Rates, 

A Chicago dispatch of Aug. 4 reports that cutting of East- 
bound rates has begun at Peoria and other outside points, and 
that the Chicago roads have begun to follow, taking grain at 
3 or4 cents and provisions ut 3 cents below the tariff. A meet- 
ing of the Chicago Committee has been called. 

Southern Railway & Steamship Association. 
At the last meeting of the Executive Committee the Norfolk 
& Western, the Georgia Pacific and the Port Royal & 
Augusta were given representatives on the Rate Committee, 
which now consists of 13 members, as follows: W. H. Stan- 
ford, H. Collbran, Geo. R. Knox, J. M. Culp, Sol. Haas, 
G. A. Whitehead, 8. B. Pickens, E. R. Dorsey, J. M. Brown, 
T. S. Davant, A. Pope, G. 8. Barnum and E. T. Charlton. 

The General Commissioner was authorized to appoint two 
inspectors of rates and classifications. 

Some routine business was discussed and settled and a com- 
mittee was appointed to confer with the Boston & Savannah 
Steamship Co. in relation to its withdrawal from the Associa- 
tion. 








RAILROAD LAW. 
Personal Damages—Liability of Lessee. 

The United States Circuit Court in Chicago on July 29 de- 
cided a question of some interest in a suit between the Chi- 
cago & Western Indiana Co. as lessor and the Wabash, St. 
Louis & Pacific as lessee. In 1883 Mrs. Elizabeth Buckley 
and her coachman, James Adams, were severely injured at 
the crossing of the Western Indiana tracks at Thirty-fifth 
street by an engine of the Wabash road. She sued and re- 
covered a judgment for about $3,000, which the Western In- 
diana pxid and then filed a petition to have the Wabash re- 
imburse it, claiming that by its lease the Wabash undertook 
to save its lessor harmless from all losses by reason of its use 
of the tracks. The Court held that the question of liability 
must be decided by the terms of the contract, and that under 
the lease the Wabash was liable to its lessor for the whole 
amount, even though the latter was partly at fault and di- 
rected the payment of the judgment to the Chicago & West- 
ern Indiana Company. 








OLD AND NEW ROADS. 

Atchison, Topeka & Santa Fe.—The extension from 
Mulvane westward has been completed to Clearwater, Kan., 
15 miles beyond Mulvane. This isone of the branches built 
under the charter of the Chicago, Kansas & Western Co. , 
and leaves the main line at a point 244 miles from Kansas 
City. 

This company’s statement for June and the six months to 
June 30 is as follows : 











——--— e.——-——— -—-—Six menths.——— 

1886. 1885. 1886. 885. 

Miles worked.... 2,418 2,375 2,416 2,375 
Earnings. . ....$1,252,754 $1,218,772 $6,941,368 $7,227,257 
Expenses ...... 639,148 661,435 3,998,60L 4,112,328 
Net earnings.. $613,606 $557,337 $2,942,767 $3,114.929 


For the six months the gross earnings decreased $285,889, 
or 4.1 per cent., and the expenses $113,727, or 2.8 per cent., 
the result being a decrease of $172,162, or 5.5 per cent., in 
net earnings. 


Boston & Albany.-—The statement to the New York 








Railroad Commission for the quarter ending June 30 is as 
follows : 
1886. 1885. Inc. or Dec. P.c. 
a ee $2,020,596 $1,833,665 I. $186,931 10.2 
i” eer roe 1,523,339 1,416,727 I. 106,612 7.5 
Net earnings......... $497,257 $416,938 I. $80,319 19.3 
oo ‘ 187,786 188,070 D. 284 0.2 
WUE IUB inc ccese cence $309,471 $228,868 I. $80,603 35.2 


The surplus for the quarter was 
the stock, against 1.14 last year. 
per cent. in each year. 


Boston & Lowell.—The 2,000 shares of new stock of 
this company, which were offered at public sale in Boston, 
July 31, in accordance with the order of the board of direc- 
tors, were bought in one block at 128 for account of Lee, 
Higginson & Co. and Paine & Webber, of Boston. This new 
stock has $100 par value, unlike the old stock of the com- 
pany which had a par value of $500, and the sale of the 
2,000 shares realizes $256,000. 


Camden & Atlantic.—This company’s statement for 
June and the six months to June 30 is as follows: 


ual to 1.54 per cent. on 
The dividend paid was 2 





——June.—_——. —--Six months.-— 

1886. 1885. 1886. 85. 
IRI. 8 co cccccostaweseue $53.341 $50,388 $214,525 $206,038 
oo ee ree 45,402 42.399 218,789 205,950 
Net earnings............. . $7,939 $7,989 *$4.264 $88 
Interest and other charges........ ........+.+ 51,562 49,317 
PUI 555s coresad eves bncebiet bcens aca aamae $55,826 $49,229 


* Deficit. 

This shows for the six months an increase in gross earnings 
of $8,487, or 4.1 per cent., and in expenses of $12,839, or 
6.2 per cent. There was an increase of $6,597, or 13.5 per 
cent., in the deficit after meeting fixed charges. 





Canadian Pacific.—A joint circular has been issued by 
this company and the St. Paul, Minneapolis & Manitoba, an- 
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nouncing the opening of a new transcontinental line from St. 
Paul and Minneapolis to Vancouver, B. C., and all points on 
Puget Sound and the Pacific coast. The Manitoba train 
from St. Paul will connect each day, except Wednesday, at 
Winnipeg with Canadian Pacific through express train for 
Vancouver. The connection with the last named point from 
the other points on the coast will be by steamer. 


Chesapeake & Ohio.—President C. P. Huntington has 
issued a circular to the holders of the currency bonds and the 
Series B bonds of this company, in whicn, after reciting the 
organization of the Newport News & Mississippi Valley 
Co. and its leases of the Chesapeake & Ohio and its western 
extensions, the following proposition is presented: 

1. Holders of Chesapeake & Ohio currency bonds are 
asked to surrender their bonds with all matured coupons at- 
tached, and to receive in exchange 125 per cent. of their par 
value in the capital stock of the Newport News & Mississippi 


bing bee 

2. Holders of the Series B bonds are asked to accept inter- 
est on their bonds at the rate of 4 per cent. from May 1, 
1886, and to extend the maturity df te bonds to May 1, 
1986, and are offered in return for the reduction in interest 
25 per cent. of the par value of their bonds in the capital 
stock of the Newport News & Mississippi Valley Co. In both 
cases provisions will be made for preserving all the legal 
rights of bondholders and also for restoring them to their 
original possession in case the plan should not be accepted by 
holders of a majority of the securities. The circular states 
that a number of the large holders who have been consulted 
have approved the plan and promised to assent to it. 

The advantages which the circular urges upon bondholders 
are, that the holders of currency bonds will have a better 
prospect of dividends on the stock than they have for cash 
interest on their bonds, should existing conditions continue. 
It is also claimed that the Series B bonds would co mmand a 
better price with 4 per cent. interest promptly paid than they 
do now with 6 per cent. nominal interest and uncertain pay- 
ment, while holders will have the addition of the stock bonus. 
The necessary details for carrying out this arrangement are 
being perfected and the new securities will be ready for issue 
by Sept. 1 next. 


Chicago & Atlantic.—A meeting of the first-mortgage 
bondholders has been called by the trustee, the Farmer’s 
Loan & Trust Co., to be held at its office in New York, Aug. 
17, to consider the question of reorganization of the company 
and the settlement with the New York, Lake Erie & Wes 
tern. The plan to be proposed, it is said, will require the 
issue of first mortgage bonds on the road to the amount of 
$12,000,000, to bear 4 per cent. for 5 years and 5 per cent. 
thereafter. The present first mortgage bonds are to be ex- 


changed for the new bonds at 105 and the present second | y 


mortgage bonds for the new bonds at 40. The advances 
made tothe company by the Erie and other claims to be ad- 
justed are. to be paid in new bonds, the amount being about 
$2,000,000. There will remain a balanace of about $2,000,- 
000 which will be used for improvements of the road and 
similar purposes. The New York, Lake Erie & Western Co. 
is to guarantee the interest on the new bonds, and in return 
for this guarantee is to receive one-half the stock of the re- 
organized company, the other half to go to the present stock- 
holders. Some modifications of this plan may be made before 
it is finally submitted to the bondholders. 


Chicago, Burlington & Quincy.—It is understood 
that the extension of this company’s Burlington & Missouri 
River line, which is now under construction from Grand 
Island, Neb., northwest, is to be pushed this year for at least 
100 mites into northern Nebraska. The company has also 
under consideration the building of another extension, to run 
from the new line westward into Wyoming. This extension, 
if built, will be parallel to but at some distance from the 
Chicago & Northwestern line to Fort Fetterman, and, like 
that line, its object will be to secure a share in the cattle 
traffic from Wyoming. 

It is reported that the short line which the company is now 
building from Denver, Colo., to the coal fields is really in- 
tended as the commencement of a line torun from Denver 
westward to a connection,with the Denver & Rio Grande 
Western, thus making, in connection wich that road, a new 
line from Denver to Ogden. 

The Holdrege line of tha Burlington & Missouri River 
road is now completed and opened for business to Farnam, 
Neb., 22 miles westward from the late terminus at Elwood 
and 51 miles from Holdrege. 4 

The Grand Island Branch of this company’s Burlington & 
Missouri River line is now completed to Ravenna, Neb., 31 
miles westward from the late terminus at Grand Island and 
123 miles from Lincoln. Work is in progress for the exten- 
sion of this branch westward. 

, _ statement for June and the six months to June 30 is as 
OLIOWS : 





— ———-+ 


June. 
1886. 1885 





>. -——-Six months.--—— 
Earnings... ...$2,148,532 $1,992,485 $11,523.358 $12,672 9:7 
kxpenses....... 1,209.456 1,224,198 6,679,225 7.217,320 
Netearnings.. $939,076 $768,287 $4,844,133 $5,155,647 


For the half-year the gross earnings decreased $849,609, 
or 6.9 per cent., and the expenses $538,095, or 7.5 per ceunt., 
the result being a decrease of $311,514, or 6.0 per cent., in 
net earnings. 


Chicago, Burlington & Northern.—The statement 
——_ for the week ending July 24, gives the track laid as 
follows : 


——-Week.-——. ——-Total.-—— 
ee .. 13 miles 51ft. 338 miles 4,680 ft. 
Permanent sidings.......... : ie 22 * 3,501 * 
Temporary sidings.... ..... 597 ** 18 “ 3,816‘ 





Total 14 miles 1,702 ft. 380 miles 1,437 ft. 
On July 24 the main line track remaining to be laid was 16 
miles 2,220 ft., of which 13 miles 3,190 ft. were between 
East Dubuque and the Wisconsin River, and 2 miles 4,310 ft. 
between Oregon, Ill., and Savanna. 


Chicago, Madison & Northern.—This company has 
filed articles of incorporation to build a railroad from Free- 
port, Ill., northward to Madison, Wis. It is reported that 
the new company is organized in the interest of the Illinois 
Central, with whose road its line will connect at Freeport. 
Surveys are now in progress for the projected line and the re- 
port is that it is to be built at once and that it will probably 
be extended to St. Paul. 


Cincinnati, Hamilton & Dayton.—Notice is published 
that the stockholders will hold a special meeting at the office 
in Cincinnati, on Aug. 26, next, ‘‘ to consider and vote upon 
a proposition to increase the capital stock of said company 
by issuing preferred stock to an amount not exceeding the 
amount of the bonds and guaranteed stocks of said company 
and the stocks and bonds of other companies upon which said 
company is liable as guarautor. Said preferred stock to be 
guaranteed a dividend of 6 percent. per annum, and to be 
redeemable at any time after three years from the date of 
issue, but said dividend to be reduced to 4 per cent. if the 
right of redemption shall not be exercised until the expira- 
tion of 10 years from the date of issue, 4 per cent. being paid 
in the meantime; the proceeds of said stock to be u only 

or the purpose of retiring bonds uf this company and guar- 





anteed stocks and bonds vpon which this company is liable. 
Said preferred stock is not,to have the voting power.” 

The company has further placed at par ,000 of bonds 
at 4 per cent. for current improvements. This is the remain- 
ing half of the $1,000,000 authorized in 1882. 


Cleveland & Canton.—The new or Corbin directors 
began suit in the Circuit Court at Conton, O., July 30, for 
an injunction to restrain the Blood directors, who are now in 
possession of the rosd, from pledging or in any way disposing 
of any common or preferred stock of the company, or from ex- 
changing such stock for the purpose of shares of the Boston 
Equipment Co., the Boston Car Trust Association, or the 
Cleveland Terminal Trust Association, also from purchasing 
or acquiriug any shares or interest in those associations, or 
from issuing or in any way disposing of any of the stock of 
the company. The court granted the usual temporary in- 
junction pending a full hearing. 


Cleveland, Columbus, Cincin nati & Indianapoli. 
—The statement for May and the five months to May 31 is as 
follows : 














- May. . -«—-Five months.—-— 
1886. 1885. 1886. 1885. 

Earnings.......... $309,323 $264,031 $1,483,486 $1,348,477 

Expenses. ........ 208,801 314.987 1,042,402 1,104,419 

Net earnings... $100,522 $49,044 $441,084 $244,058 

Charges.......... 69/863 70,998 344,442 323.645 

Surplus... ...... $30,659 *§21,954 $96,642 *$79,587 
* Deficit. 


For the five months the gross earnings increased $135,009, 
or 10.0 per cent., and the expenses decreased $62,017, or 5.6 
per cent., the result being a gain in net earnings of $197,026, 
or 80.7 per cent. The charges (interest, taxes, etc.) in- 
creased $20,797, or 6.4 per cent., the result being a surplus 
of $96,642, as compared with a deficit of $79,587, showing a 
net gain of $176,229. 

Expenditures for additions to property for the five months 
of this year amounted to $87,429, leaving a balance of $9,213 
as net surplus. 


Cleveland & Western.—This company has been or- 
ganized by Pittsburgh parties who have bought the Cleve- 
land, Delphos & St. Louis road. This road is a narrow-gauge 
line, extending trom Delphos, O., eastward to Carey, 56 
miles. It was orginally intended as a Cleveland connection 
for the Toledo, Cincinnati & St. Louis, although an entirely 
independent company. It was not successful, however, and 
after struggling along for a time the road was sold under 
foreclosure in the early part of this year. It is chiefly owned 
by Pittsburgh parties who are interested in the Pittsburgh & 

Vestern road, and it is understood that it will be changed to 
standard gauge, and run as a branch of the Pittsburgh & 
Western. Among the Pittsburghers interested are James 
Callery, William Semple, John Chalfant, A. M. Byers, 
Campbell Herron and J. Painter. 

This is one of the roads which were claimed as part of the 
Great Eastern & Western Air Line from Punxsutawny to 
Council Bluffs, which was recently advertised with a great 
flourisb in London. 


Columbus & Western.—Surveys are now in progress 
on the extension of this road from its present terminus at 
Goodwater, Ala., to Birmingham. The distance is 74 miles, 
and contracts are to be let as soon as the line is located. 
There is some heavy grading on the line and it wi!l be quite 
an expensive road to build. The principal object of the ex- 
tension is to connect at Birmingham with the new Kansas 
City, Memphis & Birminghan: road. 


Covington & Macon.—At the annual meeting in Macon, 
Ga., last week, it was resolved that the general offices of the 
company should be hereafter located in Macon. The directors 
were instructed to push the work on the road as rapidly as 
possible. The stockholders also voted to authorize the build- 
ing of a branch from Monticello, Ga., through Madison to 
Athens. The officers reported the work on the road to be 
progressing steadily, with a prospect of its early completion. 


Danbury & Norwalk.—It is announced that the lease 
of this road to the Housatonic Railroad has been finally 
agreed upon, and will be submitted to the stockholders for 
their approval. As stated last week, the rental will be inter- 
est on the bonds and 5 per cent. on the stock. If ratified, the 
lease is to take effect Oct. 1 next. 


Delaware & Hudson Canal Co.—The statement to 
the Railroad Commission for the leased lines in the state of 
New York is as follows : 








Gross earn. Net earn. Deficit 
A'bany & Susquehanna........ $667,210 $238,227 $12,266 
Ae TRS 177,826 52,457 14,472 
Rensselaer & Saratoga... ... 534,115 199 494 56,089 
Utica, Clinton & Binghamton.. 39,417 33,345 11,428 
WN iiss se ncecnvewedaciend $1,418.568 $423,517 $94,255 
, ME chicos dns: con deueke 1,267,739 306,625 230,797 
Increase or decrease... ....1. $150,829 I. $216.892 D.$136.542 
Per cent. of inc. or dec...... 11.9 59.6 59.4 


The deficit in each case is the excess of all interest and 
rental charges over the net earnings. All the lines except the 
Utica, Clinton & Binghamton show gains both in — and 
net earnings over last year. The Utica, Clinton & Bingham- 
ton has been transferred to the New York, Ontario & West- 
ern Co, since the end of the quarter. 


Detroit, Mackinac & Marquette.—It is reported 
that <this company bas made arrangements for the im- 
mediate construction of the extension of its road to the 
Sault Ste. Marie, and has also made an agreement with the 
Canadian Pacific, under which that company’s Algoma 
Branch will be extended to the Sault in time to meet this 
road. 

Dubuque & Northwestern.—The track on this road 
is now completed to Elma, Ia., 50 miles from the starting 

oint at Hayfield on the Minnesota & Northwestern road. 
The new line is now being ballasted, and this division will 
probably be opened for business about the close of the present 
month. The work on the tracklaying is progressing steadily 
toward Dubuque. 


Evansville & Terre Haute.—The lccomotive firemen 
last week made a demand on the company for an increase of 
25 per cent. in the wages. The company at once acceded to 
their demands, the increase to take effect from Aug. 1. 
The same increase is also given to the firemen of the con- 
trolled lines of the company. 


Florida Midland.—Grading on this road is now re- 
ported as finished from Apopka, eastwardly to Lake Jessup, 
and work has been begun on the line from Lake Jessup 
south to Kissemee. Track is laid for 6 miles from Apopka, 
and the work of putting down the rails is advancing 
steadily. 


Gulf, Colorado & Santa Fe.—On the extension of 
the Dallas Branch of this road from Dallas, Tex , northeast 
to Paris, the ing is now nearly completed and track is 
reported laid for 24 miles, with work progressing steadily. 
On the extension from Fort Worth into the Indian terri- 
tory work is advancing rapidly on the grading, and track- 





laying will be pushed forward as soon as the bridges are 
completed. 


Housatonic.—It is announced that the lease of the Dan- 
bury & Norwalk road, referred to last week, has been finally 
agreed upon by the directors of both companies and will be 
submitted to the stockholders for their approval. If ratified, 
as it probably will be, it will take effect from Oct. 1, the be- 
ginning of the next fiscal year. It is stated tbat this com- 
pany will probably make extensive improvements at the 
terminal at Wilson’s Point on Long Island Sound, and will 
straighten out the leased road at several points, and will use 
it as its main line for through traffic, the line from Brook- 
field Junction to Bridgeport being retained for local busi- 
ness, 


Houston, East & West Texas.—A report was tele- 
graphed from Houston, Tex., last week that negotiations 
were in progress for the sale of this road to the Southern 
Pacific Co. The road is of 3-ft. gauge and extends from 
Houston, Tex., to Shreveport, La., 240 miles. The officers 
of the Southern Pacific road, however, do not confirm this 
capers, ae say that they have no present intention of buying 
the road. 


Illinois Central.—This company will extend the second 
track on its road to Kankakee, [ll..a double track to that 
int being made necessary by the busivess of the Cincinnati, 
ndianapolis, St. Louis & Chicago, which comes upon the 
Illinois Central at Kankakee. Under the new traffic agree- 
ment the trains of that road will be run through to Chicago 
with their own motive power. Heretofore they have been 
drawn from Kankakee by the engines of the Illinois Central. 


Indiana, Bloomington & Western.—The report sub- 
mitted to the Court by Receiver Henderson on the Cincin- 
nati, Sandusky & Cleveland lease, says of the leased road: 

‘** Many of the station buildings were old and dilapidated; 
turn-tables were, in the main, small, weak and out of repair; 
many of the bridges were decayed, and some of importance 
required early removal. 

“The harbor at Sandusky was filled with mud so that 
vessels with any reasonable capacity could not reach the 
docks; the docks were insufficient in number, and in the 
main were rotten and decayed; water stations and buildings 
were old, decayed and entirely unfit for the purpose for which 
they were designed; trestles, cattle-guards and fences were 
ay and dilapidated to an unusual degree. 

‘** All of the main tracks were of old, and in the main worn 
out iron, except about 62!¢ miles, which were laid with light 
steel. The steel rail was in good condition. Much of the 
iron was light and had been in use over 20 years; there were 
numerous weights and patterns of rails, chairs, joints and 
fastenings. Side tracks were neither sufficient in number 
nor capacity, and were at many points out of repair. The 
yards at Columbus and Springfield were entirely inadequate 
for the business to be done. 

‘*Many of the locomotives were of old and obsolete pat- 
terns and unfit for economical service; the passenger coaches 
were likewise out of date and poorly suited to first-class pas- 
senger service. The freight cars were not well adapted toa 
large and heavy freight business; nearly all of them were old 
and decayed and of small capacity, the average valuation 
whereof, as shown by the inventory, was only about $40 per 
car above the then cash value of the old iron contained in 
them. 

‘Your Receiver further shows that the said lessors, for 
the period of five years next prior to the lease to the defend- 
ant railway company, received as net earnings from the 
roads operated by them, and from rents reserved on the road 
between Springfield and Dayton a total of $1,171,193, or 
average annual net earnings of $334,239, and during the 
said period the average expense of operating the said lines 
north and east of Springfield was 77.04 per cent. per an- 
num. 

‘** That the net annual amount paid to the lessors under the 
terms of said lease by the lessee for five years to March 31, 
1886, after deducting rebates, etc., was $1,544,704, an 
average of $314,177 yearly, thus showing that the lessors 
have actually received, net, for the use of their roads during 
the period of the lease, an average annual sum of $79,938.42 
in excess of the average yearly net earnings derived by them 
for a like period prior thereto.” 


Kansas City & Pacific.—This company has filed arti- 
cles of incorporation in Kansas to build a railroad from Kan- 
sas City to a connection with the Southern Pacific road at 
El Paso, Tex., with a branch to Albuquerque, N. M., to con- 
nect with the Atlantic & Pacific road. The estimated length 
of the road will be 1,400 miles, and the proposed line will 
parallel the Atchison, Topeka & Santa Fe, should it be built. 


Long Beach.—Track is now laid on this road from the 
Junction with the Tuckeron Railrcad at Mannabawkin, N. 
J., southeast to Barnegat City, to Barnegat Bay, a distance 
of 13 miies. The road is controjled by the Pennsylvania 
Railroad Co., and will be operated as a branch of that 
company’s line. 


Long Island.—Surveys have been made for an extension 
of this company’s Glen Cove Branch from the present ter- 
minus at Locust Valley. N. Y., eastward to the village of 
Oyster Say, a distance of 5 miles. The extension will be 
built by a new ae ae ragy | organized under the name 
of the Oyster Bay Extension Co., but it will be leased and 
poem by the Long Island Railroad Co. 

Mexican Central.—The statement for Tune and the six 
months to June 30 is as follows : 





——-June.-—— -——Six montbhs.-—— 

1886. 1885. 
Harnimgs........ +s. $274,764 $278.770 $1,833.263 $1,880,096 
SRAPPMAEB.... cree soe 196,052 179,986 1,245,866 1,046,097 
Net earnings... .... $78,712 $99.484 $587,397 $833,899 


For the half-year the gross earnings decreased $46,833, or 
2.5 per cent., and the expenses increased $199,769, or 19.0 
per cent., the result being a decrease in net earnings of 
$246,602, or 29.2 percent. The increase in expenses was 
due to heavy renewals, especially of ties. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of ty | 24: 

The Department of Public Works has given to Mr. J. A. 
Verger a concession for building the Mexican Pacific Rail- 
hts from the city of Mexico to Cuernavaca, thence to 
Puente de ixtla, and then on to a point of the Pacific Ocean 
between Acapulco and Manzanillo. The surveys must be be- 
gun within nine months from the date of the contract and 
construction must actually begin within a year, the line to be 
completed within 10 years. Construction must go on at the 
rate of 10 kilometres during the first two years, 30 kilo- 
metres during the third year, and thereafter 80 kilometres 
yearly till the road is completed. The guarantee deposit is 
$20,000 in Mexican bonds. The company has the usual 
privileges regarding the importation of material. 

In addition to previously given particulars regarding the 
modifications of the Mexican National concessions, it ma. 
said that the government authorizes the company to build a 
new branch from a point on the main line, between Nuevo 
Laredo and Monterey, to the coal fields of the states of 
Coahuila and Nuevo Leon. The line to the coal fields may bé 
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ramified as necessity demands within the coal region, with 
the approbation offthe Department of Public Works, it bemg 
mutually agreed that the government shall not be responsible 
for the payment of subsidy on more than i20 kilometres of 
new way. On all parts of the line construction must proceed 
with a degree of activity that shall insure the completion of 
the road and its branches within 10 years from the date cf 
the new contract. During each two years, counting from 
the date of the contract, there shall be built at least 200 kilo- 
metres of way on that section of the line between San Miguel 
de Allende and Saltillo, and afterward at least 200 kilometres 
on all the other lines and branches belonging to the company 
taken together, and the company may, if it wishes, go on con- 
structing its branches simultaneously with the work on its 
main line. The company may, should it become desirable, 
change the gauge of its line, or of its branches, toa broader one 
under certain restrictions as to interruption of travel, which 
are very liberal. The company receives ample privileges as 
to importation of material for construction, repairs and 
operation. 


Middletown, Unionville & Water Gap.—This com- 
vany has $150,000 first-mortgage bonds which will mature 

ov. 1 next. Holders are now offered the privilege of ex- 
tending these bonds for 25 years at 5 per cent. interest, pro- 
vided they accept the option by Oct. 1 next. The road is 
leased to the New York, Susquehanna & Western. 


Milwaukee, Dexterville & Northern. —Track is 
now laid on tbis road from Dexterxille, Wis., northwest to 
Cary, in Wood County, a distance of 12 miles. The com- 
pany’s purpose is to extend the road gradually until it 
reaches Lake Superior, but the lake terminus has not yet 
been decided on. 


Missouri Pacific.—The branch of the Nebraska Division 
from Weeping Water, Neb., westward to Lincoln is now 
nearly finished, the grading being substantially done and 30 
miles of track laid. Work isalso in yar on the station 
in Lincoln. The uew branch will be 35 miles long and has 
required some heavy cutting and _ filling. 

he branch of the Missouri, Kansas & Texas Division, 
which was recently completed from Nevada, Mo.. scuth- 
west to Minden, 321g miles, is now extended to Chetopa, 
Kan., 31g miles beyond Minden and 74 miles from Ne- 
vada. Trains begin running over this extension this 
week. The new line makes a loop line to the Missouri, Kan- 
sas & Texas Division, 19 miles shorter than the old road, and 
ulso passes through a country rich in coal, and a vumber of 
mines will shortly be in operation along the line. 


Nashville, Chattanooga & St. Louis.—This com- 
pany has submitted a proposition to the Tennessee Coal, Lron 
& Railroad Co. for the purchase of that company’s railroad, 
which runs from Cowan, Tenn., to Tracy City, 20 miles. If 
the purchase is arranged, as it probably will be, the Ten- 
nessee Coal & Iron Co. will give up its railroad operation 
altogether and devote its entire attention to the mining and 
iron departments of its business. 

A proposition is also under consideration for building an ex- 
tension of the Lebanon branch from Lebanon, Tenn., to a 
point in Putnam County. In connection with this a plan is 
also under consideration for aiding the construction of the 
projected Middle & East Tennessee Central road. 


New York Central & Hudson River.—The new 
Genesee Falls Branch in Rochester, N. Y., is now nearly 
completed and will probably be in use next week. ‘This branch 
is about 1 mile long and will be used for freight purposes 
only. It is intended to connect the main line with two or 
three large breweries and some other manufacturing estab- 
lishments. 


New York, Chicago & St. Louis.—The Receiver’s 
statement for the quarter ending June 30 is as follows: 





1886, 1885. Increase. P.c. 

Karnings.... .......... $784,672 3683963 $100,709 148 
re 552,197 544,782 7,415 1.3 
Net earoings .. ... $232.475  $139.281 $93.294 66.6 
Charges asin wel es 104,778 2.347 2.2 
Balance.......... ... $125,350 $34,403 $90,847 264.1 


Charges include rentals, car trusts and taxes, but not inter- 
est on the funded debt. 


New York & New England.—tThe statement for 
June and the nine montis of the fiscal year from Oct. 1 to 
June 30 is as follows : 














r June. a -——Nine months.—-— 

1886. 1885 1883-86 1884-85. 
Earnings... ...$3Y4,317 $271,057 $2.752.878 $2,314.19 
Expenses....... 217.797 189,794 «1.787.917 —-*1,,630.,695 
Net earn ..... $96,520 $81,263 $964,961 $663,424 


For the nine months the gross earnings increased $438,- 
759, or 19.0 per cent., and the expenses $137,222, or 8.3 per 
cent., leaving a gain of $301,537, or 45.5 per cent., in net 
earnings. 


New York, New Haven & Hartford.—The report to 
the New York Commission for the quarter ending June 30 is 
as follows: 








é 1886. 1885. Increase P. c. 
Earnings............ $1,859,826  $1,664.362 $195.464 11.8 
Expenses............ 1:201:447.  ~1,011.007 “190,440 18.9 

Net earnings $658,379 $8533355 $5025 0.8 
Sakis ncekuene 204,947 OTe ke 
Surplus .. ........ $453,432 $448,408 185,024 1.1 


The surplus for the quarter was equivalent to 2.92 per 
cent. on the stock, against 2.89 per cent. last year. 


Norfolk & Western.—A statement issued by this com- 


puny gives the traffic of the road for the half-year to June 
30 as follows : 





1886. 1885. Inc. or Dec P.c. 
Pass. train miles. . 211,713 272,97. 1. 38,739 14 
Freight ‘* »155.392 1,008,502 1. 146.890 15 
Pass. carried..... 157,834 159,227 D. 1,387 1 
Passenger-miles. . 7.557,772 8,110,098 D. 552,326 7 
Tons freight car... 689,813 547,740 > 142,073 26 
Ton-miles .. ..... 181,629,586 133,787,328  I1.47,842,258 36 


The increase in local passenger traffic was 4 per cent. ; the 
decrease in through, 34 per cent. In freight traffic the in 
crease was 43 per cent. in local business and 14 in through. 
Of the total freight traffic 79 per cent. was local. Passen- 


ger earnings decreased 2 per cent. and freight earnings in- 

creased 23 per cent. 

‘ My statement of earnings and expenses for the half year is as 
ollows : 








Net 
‘arnin Expenses earnings. 
$218,907 $141,240 7 667 
271,788 137,457 84 331 
277,307 156.375 120 932 
267.558 158.159 109,399 
235.701 147,338 8, 36:3 
kesecaee's ie 228,127 142,723 85,494 
Total,6 mos... ...... $1,449,388 $883,292 $536.096 
Six mos , 1885............ 1,237,030 791,337 445,693 
Tocrease.......5........ $212,358 $91,955 $120,403 
Per cent eee woseeeeeee fae 17 lz 27 





Expenses include taxes. For the six months of this year the 
earnings were $2,842 gross and $1,110 net per mile. The 
expenses were 61 per cent. of gross earnings, against 64 per 
cent. lash year. 


Northern Pacific.—The statement for June and the 
fiscal year ending June 30 is as follows: 











- Juve - -— ——-— Year.——— 

1886. 1885 1885-86. 1884-85. 
Earnings...... .$1.077.8°6 $1012,507 $11.780.527 $11,234,149 
Expenses... .. 518,072 147,621 5.919,299 5,953.80 





Net earnings. $559,284 $564,886 $5,811,228 $5,280,540 

For the year the gross earnings increased $496,378, or 4.4 
per cent., and the expenses decreased $34,501, or 0.6 per 
cent., the result being a gain of $530,879, or 10.1 per cent., 
in net earnings. Land sales for the year were 370,925 acres, 
for $1,376,844. The funded debt of the company at the 
close of the year is $72,877,321, and the amount of bonds 
purchased for the sinking fund was $431,500. The amount 
of preferred stock outstanding was reduced $92,630 in June, 
and it now is $38,058,320. 


Ohio Central, River Division.—The Reorganization 
Committee announces that bondholders and stockholders 
who have assented to the reorganization will receive the new 
securities upon presentation and surrender of the trust com- 
pany’s certificates and certificates of stock held by them at 
the office of the Central Trust Co., in New York, on and 
after Aug. 10. The final installment of 7 per cent. upon the 
income bonds will be due on that date. 


Oregon Railway & Navigation Co.—The continued 
postponement of the election of directors of this company 
gives some color to the reports that negotiations are in prog- 
ress for a sale of a large interest in the stock to the Union 
Pacitic Co. The postponement, it is said, has been continued 
in to permit the completion of negotiations, and in order that 
the Union Pacitic may be represented in the new board, should 
the sale be effected. The stock over which negotiations are 
in progress is the large block owned by the Oregon & Trans- 
continental Co., and which constitutes a majority of the 
whole. 

Tbe gross and net earnings for June, and for the fiscal year 
ended June 30, were as follows : 


— r.-— —_—— 
1885-86. 1884-85. 
$5,546,540 $4,082;119 
2,982,052 2,512,603 


1886. 
Gross earvings....... $481,735 
Operativg expenses.. 241.721 


$382,782 
198.930 


Net earnings....... $240,014 $183,852 $2,564.488 $1,569,516 

For the year the gross earnings increased $1,464,421, or 
35.9 per cent., and the expenses $469,449, or 18.7 per cent., 
leaving a gain of $994,972, or 63.3 per cent., in net earn- 
ings. 








Philadeiphia & Reading.—At the hearing in the 
Robinson foreclosure suit in Philadelphia, July 31, President 
Gowen created some sensation by offering to prove a con- 
spiracy between the Pennsylvania Railroad Co. and other cor- 
porations in the institution of this suit, the object being to 
prevent the completion of the South Pennsylvania Railroad, 
to obstruct the Baltimore & Ohio and to break up the Read- 
ing property. Mr. Gowen further offered to show that in the 
hands of the Receivers the Reading had earned the interest on 
the general mortgage bonds and that a suit for foreclosure of 
that mortgage was therefore not tenable. Council for the 
plaintiff object to receive this testimony. The Court took the 
matter under consideration and announced that argument 
would be heard some time during the present week. 

The announcement made by Mr. Gowen is really nothing 
new, but the question is whether he can submit proof of any- 
thing amounting to a conspiracy in view of the law. The 
present object in conducting this suit seems to be to employ 
every conceivable expedient to secure delay. 


Piedmont & Cumberland,—This company, which 
was recently organized to build the extension of the West 
Virginia Central & Pittsburg road from Piedmont, W. Va., 
to Cumberland, bas executed a mortgage to secure an issue 
of $650,000 in 5 per cent. bonds to pay the cost of building 
the road, which will be about 31 miles long. In connection 
with the issue of these bonds, it is announced that a traffic 
contract has been made under which the Pennsylvania 
Railroad Co. agrees to set aside 5 per cent of its gross re- 
ceipts on all freight traffic received from tbe new road, and 
the West Virginia Central & Pittsburg on their part agree 
to give at least one-half of the coal traffic from the road to 
the Pennsylvania. 


Pullman’s Palace Car Co.—The repair shops at 
Elmira, N. Y., which this company has for some years past 
leased from the Erie Railroad, will shortly be vacated and 
turned over to that company. It is understood that all the 
repair work of the Puliman line in the East is to be centred 
in one large shop. The location of that establishment is not 
yet decided on. 


St. Joseph & Grand Island.—Surveys have been 
made for a branch from Fairfield, Neb., to Sutton, and work 
will shortly be begun. The branch will be about 30 miles 
long. 


St. Louis, Fort Scott & Wichita.—The Wichita & 
Colorado Branch of this road is now completed and opened 
for business to Elmer, Kan., 4 miles from Wichita and 
9 miles beyond the latter terminus at Haven. Trains are 
running through to the new terminus. 


St. Louis, Kansas City & Colorado.—The United 
States Circuit Court has denied the application of this com- 
pany for a peremptory order to compel the Wabash Receivers 
to allow its trains to run over the Wabash tracks to the 
Union Depot in St. Louis. The Court holds, first, that the 
petitioner has not as yet constructed its road to the boundary 
line of Forest Park, the point at which the alleged contract 
right to use the Wabash tracks begins. Second, the Court 
holds that it is not necessary to direct the Receivers to allow 
the complainants to use the Wabash tracks beyond Forest 
Park as has been suggested. Itis not charged that the Re- 
ceivers have failed to perform their duties as common car- 
riers, or that they have refused to carry business brought to 
them by the plaintiff. Third, the Court holds that the plain- 
tiff has a claim to have its contract right determined in the 
present proceeding. If it should be decided that it has 
no use to the Wabash tracks, it will be compelled to 
build another line into St. Louis at a great expense, 
and justice requires that its rights in the case be 
determined as soon as possible. The Court, however. 
does not think that the somewhat unusual proceeding of a 
mandatory injunction is required in this case. Theinterven- 
ing petition takes the place of an ordinary bill, but there 
should be a full hearing upon the question of right before any 
order is made to enforce the contract. The question, the 
Court holds, is somewhat involved, and there is considerable 
doubt as to the rights of complainant, which further testi 
mony will be necessary to clear up. The Court therefore, while 
refusing the injunction, refers the case back to the Master, 
with the directions that the Wabash Co,, the Receivers and 
the trustees be notified to answer within 15 days; that either 
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arty pe allowed to offer additional testimony, and that the 
Master report the case back to the Court by Sept. 8 next, in 
order that it may be heard at the September term. 


Savannah & Tybee.—This company has been organized 
at Savannah, Ga., to build a railroad from that city to Tybee 
Island. The line will start from Randolph street in Savannah 
and will run through Deptford and along the south side of the 
Savannah River to the present steamboat landing on Tybee 
Island, a distance of 15 miles. The company has a!so 
arranged to acquire the railroad now in existence across the 
island, which is about 3 miles long, and which will make the 
total distance from Savannah to the ocean 18 miles. It will 
be intended, of course, chiefly for pleasure excursion travel, 
and in connection with this road the company purposes mak- 
ing extensive improvements on the island. 

A contract to build and equip the rcad has been Jet to Mr. 
Thomas B. Inness, of New York. who agrees to begin work 
by Oct. 1 and to complete the road by April 1, 1857, in time 
for next season’s business. 


Savannah Valley.—Track ou this road is reported laid 
to Stony Point, S. C., 48's miles northwest from the start- 
ing point at McCormack, which is on the Augusta & Knox- 
ville road, 43 miles from Augusta. About 10 miles remains 
to be laid to complete the road to Anderson. 


Southern Pacific.—-The San Francisco Bulletin says: 
‘*Two new maps have been filed in the United States Land 
Office in this city, each showing a section of 20 miles of the 
route of the Southern Pacific Railroad extension below Sole- 
dad. The maps are a surprise to all but the initiated. The 
route that they describe commences some miles north of San 
Miguel and runs along the Salinas River to a point opposite 
that village; thence following the Estrella River southeasterly, 
passing the old Cholame grant and valley (owned by R. E. 
Jack, the San Luis Obispo banker, and others), and ending at 
a point just over the Kern County Line. This entirely avoids 
Paso Robles Springs, which was contesting with San Miguel 
the honor of becoming the city of that region. These maps 
indicate that the road will be pushed easterly to the great 
trunk line at Bakersfield, and that another road will be run 
up from Newhall or San Fernando to join this extension at 
a point east of San Miguel. The maps only describe the 
right of way pursuant to Act of Congress.” 

Southern Pacific Co.—The gross and net earnings of 
the roads in the Atlantic System in detail for May were as 
follows : 


—Gross earnings.— -—Net earnivgs.—— 









1886. 1855. 18x86. 1885 
Gal., Har. & S. A....... $19!.471 $250,522  +*$18,713 $119,413 
G. W., Tex. & Pac .... 3,507 5,944 *) 73 *508 
Louisiana Western .... 3.550 44,7°0 18.07 21,934 
Morgan’s La. & Tex.... 276,738 293,932 34.355 78,849 
N. Y., Tex. & Mex ..... 11.430 23 500 *1.558 7.000 
Texas & New Orleans.. 63,004 75,702 17.933 32,760 


Total ........ .......$592,7C0O $634,330 

* Deficit. 

The total decrease in gross earnings was $101,630, or 14.6 
per cent. ; in net earnings, $210,733, or 81.3 per cent. This 
result was due in part to low rates and in part to decreased 
traffic. 

Syracuse & South Bay —This company has filed arti- 
cles of incorporation to build a railroad from Syracuse, N. 
Y., east by north to South Bay, at the east end of Oneida 
Lake. The road will be about 25 miles long, and will skirt 
along the south shore of Oneida Lake. 


$18,715 $229,418 


Texas & Pacific.—A third plan of reorganization for 
this company has been prepared by the stockholders’ com- 
mittee and is now presented to holders of securities for their 
approval. A summary of the essential features of this new 
si is as follows: 

‘* The issue of a 50-year general mortgage for $32,000,000, 


class A to bear 5 per cent. for five years and 6 per cent. 


thereafter; class B 4 per cent. and class C 3 per cent. The 
Eastern Division bonds are to be exchanged dollar for dollar 
fur class A bonds at 5 per cent. and 20 per cent. in first- 
mortgage income bonds, or dollar for dollar to bear 5 per 
ceut. for five years and 6 per cent thereafter, unpaid coupons 
to Dec. 1, 1885, to be funded in the class A bonds. New Or- 
leans Pacific bonds are to be exchanged for class B bends and 
coupons to July 1, 1885, to be funded in second-mortgige in- 
comes. Rio Grande bonds are to take class C bonds and the 
coupons to Aug. 1, 1885, to be funded in second-mortgage 
income bonds. Terminals are to be exchanged for second- 
mortgage income bonds. Floating debt to be paid from pro- 
ceeds of $2,935,800 class A bonds left over; that is, such of 
the floating debt as must be paid. New Orleans and Rio 
scrip is to be funded in second-mortgage income bonds. New 
stock to be issued for the present, doilar for dollar, to those 
who pay $5 assessment. The second-mortgage incomes 
shall be for $6,000,000 3 per cent., if earned for three years, 
and 3 per cent. absolutely thereafter. Annual charges under 
this plan will be $1,541,786 after three years.” 

It is stated that members of the New York or Rio Grande 
bondholders’ committee are at work arranging some modifica- 
tions of their plans, which are intended to meet the objection 
made by the stockholders’ committee, and that an attempt will 
be made to harmonize the differences and to unite on one plan 
all holders of securities who are opposed to the plan prepared 
by the Wistar committee. Such a union would undoubtedly 
give increased strength to the opposition and make the suc- 
cess of the plan of reorganization very probable. 

The Philadelphia Ledger of July 31 says: ‘‘ The Wistar 
Reorganization Committee of the Texas & Pacific Railroad 
held a long and friendly consultation yesterday with Mr. 
Robert Fleming, who represents the Scotch creditors. While 
nothing was finally agreed upon, and the Chairman so an- 
nounced, the probability continues to increase that these in- 
terests wiil ultimately come together and amicably reorgan- 
ize the property, through modifications of the existing plans 
that will be acceptable to all.” 


Toledo, Ann Arbor & North Michigan.—This com- 
pany has now completed its Northern Division t» Mt. Pleas- 
ant, Mich., 21 miles beyond the late terminus at St. Louis 
and 63 miles from the Southern terminus of the division at 
Owoso. Regular trains are running to the new terminus. 


Toledo, Columbus & Southern.—A suit has been 
begun in Toledo by New York parties who held claims 
amounting to about $200,000 against the old Toledo & Indi- 
anapolis Co., which were cut off by the foreclosure sale under 
which the road was transferred to the present company. In 
this suit the plaintiffs claim that the stock issued by the old 
company was not paid for by the subscribers, as required by 
law, and they therefore ask that the Court order the sub- 
scribers to pay up their subscriptions, and that they may 
have judgments against the subscribers individually. The 
suit affects a number of persons, most of whom are owners 10 
the new company. 


Toledo, Peoria & Western.—In the United States 
Circuit Court in Chicago, July 30, a final decree of foreclosure 
was ordered to be entered in the suit brought by the trustees 
to foreclose the first mortgage for $4,500,000. The decree 
finds that there is now due for principal and interest on the 
bonds issued under this mortgage the sum of $5,154,729, and 
directs that the road be sold to satisfy this debt on Oct, 29 
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next, Mr. Henry W. Bishop being appointed Special Master 
to make the sale. The sale will be made subject to $750,- 
0v0, a prior lien on the part of the road under a mortgage 
dated in 1857, but it is stated that this has been mostly pro- 
vided for. In addition to the first mortgage there are 
$3,900,000 income bonds on the road which will be extin- 
guished by the foreclosure. 

The road extends from State Line, IIl., to Warsaw, 227 
miles, with a branch of 20 miles to Burlington, Ia., and a 
connection across the Keokuk bridge over the Mississippi. 
It was formerly the Toledo, Peoria & Warsaw road, and 
was reorganized under foreclosure some six years ago and 
subsequently transferred to the Wabach, St. Louis & Pacific 
road. That company having made default on tue interest, 
the trustees commenced foreclosure proceedings last year, 
and the Court ordered the appointment of a separate re- 
ceiver and the separation of the road from the Wabash sys- 
tem. There are still a number of clams against the Wabash 
Co. in litigation by the trustees. The first-mortgage bond- 
holders bave made arrangements to reorganize the com- 
pany. 


Union Pacific.—The following notice from General 
Manager 8S. R. Callaway is dated Omaha, July 20: 

‘That portion of the Utah & Northern Railway lying 
north of Silver Bow Junction, and of the Montana Railway 
northwest from Stuart Junction has been leased to the Mor.- 
tana Union Railway, and will be operated by that company 
on and after Aug. 1, next. 

* The passenger trains of this company will continue to 
run to and from Butte over the line of the Montana Union, 
and will connect at Silver Bow Junction for trains for Garri- 
son, Deer Lodge, Anaconda, and all other points upon the 
line of that railway.” 

The statement for June and the six months to June 30 is 








as follows: 
-June .- — -——-Six months -—— 
1885. 1886. 1885. 
Earnings 822 $1.955,396 $11,606,088 $11.224.530 


2,263,822 
Expen-es ...... 1,734,525 1554,916 ~ &,444,765 7,949,842 
Netearnings. $529.297 $400,480 $3,161.323 $3,274,688 
For the half-year the gross earnings increased $381,558, 
or 3.4 per cent., and the expenses $494,923, or 6.2 per cent., 
the result being a decrease of $123,365, or 3.8 per cent., in 
net earnings. Taxes are included in expenses. 











Verdigris Valley, Independence & Western.—This 
road has been completed and opened for business from Leroy, 
Kan., on the Kansas & Arizona Division of the Missouri 
Pacific, westward to Yates Centre, a distance of 16!4 miles. 
The road is controlled by the Missouri Pacific and will be 
operated as a branch of that line. 


Wabash, St. Louis & Pacific.—The Purchasing Com- 
mittee paid the balance of the $625,000 purchase money, bid 
at the foreclosure sale, into bank in St. Louis on July 31, in 
pursuance of the order of the Court. The committee, how- 
ever, has not yet complied with the further requirements of 
the court in relation to providing for the receiver's certifi- 
cates and other claims which the court said must be paid or 
provided for before the sale could be finally approved. 

The Purchasing Committee estimates that to meet these 
prior claims, payment on which the Court requires, will take 
about $3,500,000, and even should no opposition be made to 
the plan presented to the bondholders, it will be impossible to 
complete the reorganization and take possession of the road 
before the close of the present year. The payment of the 
purchase money into court, as neted above, is intended to 
make good the Commtttee’s title and to prevent an order for 
the re-sale of the road. From the present attitude of a num- 
ber of prior lien bondholders, however. it is evident tzat the 
Purchasing Committee’s proposition will not be successful. 
It is said, however, that the bondholders’ committee is will- 
ing to negotiate, and it isnot impossible that some compro- 
mise may be effected. 


Washington & Idaho.—This company has filed arti- 
cles of inco oration to build a railroad from Farmington, 
Wash., to Lake Coeur @’Alene, Idaho, and thence to some 
point on the Northern Pacific, probably Spokane Falls. It is 
intended to reach the Coeur d’Alene mining district by a 
— line. Surveys of the projected line are to be made at 
once, 


West Jersey.—This company’s statement for June and 
the six months to June 30 is as follows : 








- June. —--— —— Six months.—— 

—_ 1886. 1885. 1886 1885. 
E oo . e $115,380 $115,048 $845.638 $510.793 
Expenses.......... 68,818 61,892 368.991 325.912 
Net earnings..... $146,562 $49,156 $176647 $184,881 
Interest, rentals, GC. ........ cccccs cocccce 130,589 123,167 
Wi SR i. ccinscns Sabmetenansanee $46.058 $61,714 


_ For the half-year the gross earnings increased $34,845, or 
6.8 per cent., and the expenses $43,079, or 13.2 per cent., 
leaving a decrease in net earnings of $8,234, or 4.4 per cent. 
The charges show an increase of $7,422, or 6.0 per ceunt., 
leaving a decrease of $15,656, or 25.2 per cent., in net sur- 


us, 

The leased West Jersoy & Atlantic road (included above) 
earned for the half-year $77,555; the expenses were $56,2¢ 
and the net earnings $21,325, an increase of $7,308, or 52.2 
per cent. over last year. 
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the curreat volume of the Railroad Gazette: 


Page. Page. 
Alabama Great Southern.. 423 Maine Central... ........ ..... #8 
Ala.,N.O., Tex. & Pac. June.423 Manchester & Lawrence........ 414 
Americus, Preston & Lump....492 Marquette, Houghton & Ont ..414 
Atchison, Top & Santa Fe...... 292 Mexican Central........ ... - 486 
Atlan ie & N. Carolina.........- 455 Michigan ‘entral ... ..... 23, 314s 


B. & O. Employes’ Relief As’n.34: 
Baltimore & Philadelphia 
ston & Lowell......... 
Boston & Maine..... 


5 Mil., Like Shore & Western ....101 
. 15 Minnesota & Northwestern....5 
. 15 | ee | & Tennessee . 
23 Missouri, Kansas & Texa 











Boston & Providence............ 15 Missouri Pacific........... 3 
Buffalo. N. Y.& Philadeiphia.. 16 Mobile & Girard... 2 //02...."492 
Cairo, Vincennes & Chicago....536 Montnelier & Wells River....... 493 
Camden & Atlantic............. 518 Nashua & Lowell................ 4 
Canadian Gov’t Rai Nashville, Chatta. & St. L...... 53 
anadian Pacific..... 303 Natchez, Jackson & Col. ...... 104 
DEL occ wenn casnsncaseeees 


New Haven & Northamipion.208 





seeeees 


rasdteh. 5 wsennvic wee 
Pennsylv: pees 

Penneyivania ooeee 1% 
Decatur & Evansville, .,192 





















Columbia & Greenville, ....... 174 Phila., Wil. & Baltimore....... 307 
Col., Hocking Vy. & Tol. .192, 360 Pittsburgh, Cin. & St. L ....... out 
FREESE Pittsburgh & Lake Erie......... 68 
Connecticut River... ...... . 85 Pittsburgh Junction............. 5 
Consolidation Coal Co... ...... 13! Pitts., McK. & Youghiogheny... 68 
Cumberland Valley....... .... 507 Pitts., Wheeling & Ky.... .....394 
Del. & Hudson Canal Co . ..... 256 Portland & Ogdensburg. .120 
Del., Lacka. & Western.. -120 


104.156 Providence & Worceste: 
Denver & Rio Grande 139, 
Des Moines & Fort Dodge......291 
Detro‘t, Lansing & No.... ..B23 


Richmond & Alleghany... ‘ 
Richmond & Danville... . 85 
Richmond, Fred. & +otomac. . 4 





Detroit, Gd. Haven & Mil. .324, 518 Rochester & Pitesburghb......... 
Dublin & Wrightsville.......... 25h Rome. Wat. & Ogdensburg... 85 
POORER» v0ccccccess apee concces 68 Rutland........ s abaeeee ce. e nn 


YT 






Fort Wayne, Cin. & Louisv... 307 St.L, [ron Mt. & So....... 
Fremont, Elkhorn & Mo. Vy...535 St. L. & San Francisco.192, 34 
Galveston, Houston & Hen. 467 St. L., Van. & Terre Haute.. 
i St. Paul &Duluth............ 
Savannah, Fla. & Western 








Gulf, Colorado & Santa Fe . 454 Sioux City & racific....... 559500 

Hanover Junc , Han. & Gett’g.414 South Carolina ........ .... 298, 308 
EL; ccchs sebasnachaboan 192 Southern Pacific Co............ 470 
Houston & Texas Central _....272 Stewuartstown..................+ 39% 


Huntingdon & Broad Top Mt...120 Terre Haute & Indianapolis ...470 
Hinois Central .174 Terre Haute & Logansport....470 
indianapolis & St Louis »y & Greenfield... -2238 
nternational & Gt. No Union P; 






POR a ccoss aa bok - River 72 
Kans. City, Ft. Scott & Gulf..486 Vicksburg, Shreveport & P....423 
Kans. City, Springfield & Mem 485 Virginia Midland............ .. i3y 
Kansas City Union Depot Co...256 Western Maryland ....... ......139 
Lake Shore & Mich. So.23, 328, 314 Western North Carolina....... 192 


high Coal & Navigation Co..14v Wilmington, Col. & Augusta...104 
& 3 ee 68,224 Wilmington & Weldon .. ...... 104 
Leh. & W:lkes-Barre Coal Co . 139 Worcester, Nashua & Roch.....19 
3. OO een Wrightsville & Tennille 








Wisconsin Central. 


This road includes the following lines, which are operated by 
trustees for the bondholders, pending the corporate and 
financial reorganization of the company, which is not yet 
complete: 





Menasha, Wis , to Ashland, on Lake Superior............... 253.3 
eevee TOME... Wie., CO TUPUNR 2. oss ce <b xtc ceee cee 71.7 
Oe OT ROI 555 can" Sone tickeccee eons ccabieds cus 21.0 
DO BI iin Send ndstesssee dace —— 
Packwaukee & Montello, leased... ... ..... .. 200200 80 
Milwaukee & Lake Winnebago, leased............. ... 96.0 one 8 


BOER RUE in ano: 6965008, 200s c0nd 6 6208 450.0 

A line from Abbotsford, Wis., to St. Paul, Minn., is oper- 
ated in the interest of the road, and a line from Schleisinger- 
ville, Wis., to Chicago, has just been completed, but those 
roads are owned by allied corporations and are operated 
under separate organizations. They are not included in the 
Trustees’ seventh report, for the year ending Dec. 31 last. 

The equipment includes 47 locomotives: 30 passenger, 5 
chair, 2 combination and 17 baggage, mail and express cars; 
94 box, 20 stock, 768 flat and 26 caboose cars; 1 pay car, 1 
business car, 2 boarding cars, 3 pile drivers and 3 snow- 
plows. Of this equipment there are leased 23 locomotives; 
17 passenger, 5 chair, 2 combination and 13 baggage cars; 
759 box, 495 flat and four caboose cars. 

The Land Department reports for 1885 sales of 11,260 
acres of land for $27,015; 329 town lots for $15,035 and 
125,695 M. stumpage for $149,950. The total land grant 
was 831,700 acres, from which 160,565 bave been sold. The 
assets include 671,135 acres unsold and $110,125 in land 
notes and contracts. 

The company’s line crosses the Penokee Iron Range, but no 
mines have been opened near its line. Several licenses have 
been granted to explore for mineral on the lands owned by 
the comyany. 

The earnings for the year were as follows : 





1885. 1884. Inc. or Dec. P.c 
ee ee $936,258 $916.263 I. $69,995 7.6 
Passengers.......... . . 380.896 435.746 D. 54.850 12.6 
Mail and express ... ... 62.942 51,245 TI. 11.697 229 
eee 30,999 25.281 L 5,088 196 
Total ....... ..... ..$1.461,005 $1.4 9.075 I $31,980 2.2 
Expenses.........00. « 94),S81 957.745 D. 15,864 1.7 
Net earnings.......... $519,124 $471 330 I. $47794 10.1 
Gross earn. per mile... 3,247 3,176 1. 71 (22 
Net - Oe - ea 1,154 1.047 I. 107 10.1 
Per cent. of exps........ 64.5 67.0 D. Re. « 


The increase in earnings was small, owing to a decrease in 
passenger traffic and to a considerable reduction in the rates 
received on a largely increased freight traffic. 

The expenses for the year were divided as follows : 





—— .1885.— — — — 1884. _ 

Amount P.c Amount P.c. 

Operating road........... .$438.809 30.0 $446,466 31.2 
Maintenance of road.... .... 216 111 14.8 249,27 17.5 
- equipment... 157,211 10.8 136.351 9.5 
General expenses........... 102,505 70 96.957 68 
Misceilaneous..... .. ....00- 27,245 id 28 694 20 
WOR os visnicnscrewinnsnves $941,851 64.5 $957,745 67.0 


Expenses do not include taxes, which were last year $55, 
333, or 3.8 per cent. of gross earnings. Renewals included 
1,795 tons of steel] rails and 81,202 ties. 

Of the gross earnings the Wisconsin Central lines fur- 
nished $1,030,421 ($2,911 per mile) and the Milwaukee & 
Lake Winnebago road $43%,584 ($4,485 per mile). 

The trustees’ revenue account is as follows: 








Be CR I iinin snnn60005hss.0cherenesdg. 26, Kees $519,124 
Rentals of leased lines.......  ....-00005 coeees $210,032 
Cr GO, SS es cnccccicciew csccevses ese 45,042 
License fee and taxes............sccc.cee ceoece 55,033 

210,407 

ies. 40k. deccncnin . eenbiibaldneasaevsnaee $208,717 
E066 CUMEEG GEBORGOE. occ cccsccscccs sonecics see $77,130 
Interest on bonded debt paid.... ........... ... 226,000 

—— 243,130 

Balance, due sundry parties.............. ..... ... $34,413 


Expenditures during the year for construction amounted 
to $53,850; equipment, $9,323; total, $63,173. The chief 
items of construction were for new ballasting of tracks and 
for fencing. 

The traffic for the year was as follows: 


1885. 1884. Inc. or Dec. P.c. 

Passengertrain mils 519441 524,224 PD. 4,783 0.9 
Freight a ai 442.559 435,570 ‘I. 6,789 1.3 
T. tal loco. miles ... 1,285,962 1,264,767 I. 21,195 1.7 
Passenger car miles 2,279,572 ehbekeie. . 69. earns nak 
Freight = * 9945 980 eS eae roe ae 
Passengers carried. 297.093 341,824 D 44.731 13.1 
Passenger miles..... 13,219,7 14,613.556 D. 1,393,766 95 
Tons freight carried. 447,240 444.349 I. 102,391 230 
Ton-miles .. ........ 55,707,206 43,338,991 I 12,368,215 28.5 

Av train load: 
Passengers, No...... 25.4 279 D 25 89 
Freight, tons ....... 125.9 99.5 I[ 26.4 263 

Average rate: 
Per passenger mile.. 2.88 cts. 2.98cts. D. 010cts. 34 
Per ton-mile..... ae, Mee 2.48 °° D. 0.34“ 16.1 


Of the freight car mileage last Ped 71.8 per cent. was of 
loaded cars. Locomotives ran 1.34 miles to each revenue 
train mile, The average passenger journey was 44.5 miles; 


the average freight haul. 101.7 miles. 

The Agent for the trustees says that the year was one of 
great depression in the general railroad traffic of the state. 
The amount of business done over the road was lar, 
ever before, but the rates 


r than 
id were so much lower that, not~ 








ria, 
Philadelphia & Reading......... 48 


the amount of traffic and the 


withstanding the increase 





new business acquired by new connections, the road was 
unable to show much increase in gross earnings. The com- 
pletion of the Minnesota, St. Croix & Wisconsin Railroad in 
1885, which gave access to St. Paul and Minneapolis and the 
railroads connecting there, proved to be of little advantage, 
because such action was taken by the Chicago, Milwaukee & 
St. Paul Railroad Co. as prevented the St. Croix line from 
making any connections over their track with Milwaukee 
and Chicago, and made it temporarily impossible to do busi- 
ness between those important cities and St Paul.” 

The report refers to the new Chicago line as follows : ‘*‘ In 
August last the construction of the Chicago, Wisconsin & 
Minnesota Railroad from Schleisingerville to Chicago was 
therefore begun. This road wil] this summer be completed 
for operation. The Wisconsin Centrai Railroad, between 
Abbetsford and Neenah, and the Milwaukee & Lake Winne- 
bago Railroad, then become parts of a through line for 
freightand passengers between Chicago, St. Paul and Minne- 
apolis, and all the railroads terminating in those cities re- 
spectively. The otber corporations comprising this line are 
willing to co-operate with and are entirely friendly to the 
Wisconsin Central road. 

“The Chicago, Wisconsin & Minnesova Railroad is leased 
for 99 years to the Wisconsin & Minnesota Railroad Co, The 
trustees will receive business from the Wisconsin & Miune- 
sota Railroad at Abbotsford, its terminus, and deliver it at 
Schleising »rviile to the lessee of the new line. Existing con- 
tracts made it impossible for the Wisconsin Central Co., and 
the trustees, or either of them, to accept a lease of the new 
line from Schleisingerville to Chicago. This extension of 
Wisconsin Central business connections and conversion of its 
track into part of a new trunk line between Chicago, St. 
Paul and Ashland and the Pacific Ocean, has been obtained 
without any expense, or the assumption of any liabilities by 
the trustees, 

‘* During the past year popular rumor has called this new 
line to Chicago an extension of the Wisconsin Central Rail- 
road, and assumed that the terminal facilities which the 
Chicago & Great Western Railroad Co. furnish in Chicago, 
belonged to the Wisconsin Central Railroad Co, This rumor, 
it is hardly necessary to say, is entirely incorrect. Neither 
the trustees nor the Wisconsin Central Railroad Co. have 
any ownership or control of any track lying beyond Schleis- 
ingerville on the south, or Abbotsford on the west. They 
will doubtless derive, witnout expense on their part, a great 
advantage from the fact of this construction to Chicago, and 
it becomes manifestly the interest of the trustees and the 
Wisconsin Central Railroad Co. to co-operate barmoniously 
with the other corporations which own and control the rest of 
the new trunk line between Chicago and St. Paul, and com- 
prise the Wisconsin Central Associated Lines, so called, and 
for which association the Chicago & Great Western Rail- 
road Co. is preparing to furnish terminal accommodations in 
Chicago. 

‘* These corporations, namely: Chicago, Wisconsin & Min- 
nesota ; Milwaukee & Lake Winnebago ; Wisconsin Central; 
Wisconsin & Minnesota ; Milwaukee, St. Croix & Wisconsin, 
in order to assist the Chicago & Great Western Railroad Co, 
in completing its terminal system and selling its bonds, have 
joined ina guarantee of the interest on $4,000,000 of its 
first-mortgage terminal bonds, and have agreed to become 
its first tenant. 

‘*The Wisconsin Central property is in excellent physi- 
cal condition, and the trustees are gradually replacing with 
steel rails the iron rails which are now wearing out. * * * 
Under the agreement between the trustees and the Milwaukee 
& Lake Winnebago Co., it is provided that at any time when 
new, permanent improvements and additions upon the leased 
road shall become necessary, and shall be jointly —— upon 
between the lessees and the Milwaukee & Lake Winnebago 
Co., the last named company shall issue its 20-year aeben- 
tures, bearing 6 per cent. interest, in payment for their con- 
struction, and the interest upon said debentures shall be paid 
by the lessees during the first 10 years. It became necessary 
for this company to construct a bridge across the river at 
Oshkosh, as a condition precedent to its entering che Wiscon- 
sin Central Associated Lines, and in order to pay for the 
same the Milwaukee & Lake Winnebago Co. has issued its 
debentures to the amount of $100,000. That company had 
previously issued in 1884 the same amount for various per- 
manent additions and improvements.” 


Oregon & Transcontinental Co. 





Mr. Elijah Smith, President of this company, has issued 
a report to the stockholders, which is given below, substan- 
tially in full: 

The assets have decreased 5,879 shares Oregon Railway 
& Navigation stock, 33,920 shares Nortbern Pacific pre- 
ferred stock, 32,868 shares Northern Pacific common stock, 
5,200 shares Wisconsin Central stock, $1,170,000 of Oregon 
& California second mortgage bonds. Of these 5,579 shares 
of the Oregon Railway & Navigation stock, 30,220 shares of 
the Northern Pacific preferred, and 27,268 shares of com- 
mon stock were taken by the holders of the notes dated Dec. 
31, 1884, which were issued to the amount of $7,500,000, 
and were secured by a pledge of 105,000 shares Oregon 
Railway & Navigation stock at 50, 60,000 shares Northern 
Pacific company stocks, preferred, at 25, and 60,000 shares 
Northern Pacific common at 12's, which notes gave options 
to the holders to take Oregon Railway & Navigation stock 
at par, Northern Pacific railroad preferred at 50, and North- 
ern Pacific common at 25, to the extent of one-half of the 
amount of each stock pledged as collateral to secure said 
notes. Three hundred shares of Oregon Railway & Navi- 
gation stock, 3,700 shares of Northern Pacific preferred and 
5,600 shares of Northern Pacific Railroad common were sold 
by Kuhn, Loeb & Co., against whom a suit has been brought 
for selling the stock illegally ; 5,200 shares of Wisconsin Cen- 
tral were sold in December, 1885, realizing the sum of $99,- 
575. The $1,170,000 Oregon & California second mortga, 
bonds were increased by the taking the %800,000 from the 
syndicate that took the $8,000,000 Oregon & Transcon- 
tinental loan of Dec. 31, 1883, to whom they were given as a 
commission, with an agreement to purchase them at the ma- 
turity of the loan at 50 per cent. of their face value, say, 
$400,000; and also by the further acquisition by purchase of 
$230,000 of the bonds at 20 per cent. of their face value, 
say, $46,000, which was necessary to enable this company 
to control the whole issue of second mortgage bands out- 
standing of the Oregon & California Railroad Co. This gave 
the Oregon & Transcontinental Co, $2,200,000 of the bonds, 
which, under an agreement with the said Oregon & Califor- 
nia Railroad Co., the Oregon & Transcontinental Co, had 
obligated itself to deliver to the Oregon & California 
Railroad Co. for the complete abrogation of the 
lease and _ construction contract, entered into be- 
tween the Oregon & Transcontinental Co. and the Oregon 
& California Co., dated May 25, 1883, and a full and ¢om- 

lete settlement of all the accounts, matters and differdnces 
Caween this company and the Oregon & California, and the 
surrender und delivery of the — & California road and 

roperty leased by the Oregon & Transcontinental Co, The 
Secon & California Co. obligated itself to pey $446,000 for 
the said $2,200,000 of bonds on or before Jan. 1, 1885, and 
to pay all of the obligations of the Oregou & Transcontinental 
Co, incurred under said Jease and construction contract. The 
Oregon & Transcontinental Co, released all claim for 





rego 
delivery of either first or second mortgage bonds for com- 
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pleted mileage. The $446,000 were not paid as agreed, and 
bre Oregon & Transcontinental Co. took steps to foreclose 
the second-mortgage bonds. After considerable delay 
and litigation the matter was settled, and the Oregon 
& Transcontinental Co. received the $446,000 and 
interest, $20,367, Oct. 6, 1885, which amounted in all to 
$466,367. As the result of the lease of the Oregon & Cali- 
fornia Railroad Co. to this company was an absolute loss of 
about $1,200,000 in a period of about 14 months, and as it 
has since 1885 been in the hands of a Receiver, and has not 
paid any interest on its first-mortgage bonds, it may be con- 
sidered a great relief to this company to have got rid of the 
burdensome lease, which involved an annual payment of 
$810,000 up to the time of the completion of the road to the 
California state line, beside raising some $2,000,000 to com- 
plete the coustruction of the road contemplated in the lease, 
and an estimated amount of fixed charges of $1,134,400 
after its completion. The Oregon & California Railroad Co. 
has not yet paid all the debts it assumed under the agreement 
of Aug. 1, 1884, and there 1s due from them about $65,- 
015.56, which there is a prospect of receiving at an early 
date. 

The assets of the company have been increased as follows: 
9,268 shares of Oregon Improvement Co. stock, 1,050 shares 
of Central & South American Telegraph Co. stock, $112,000 
Mexican Central Railway Co. first mortgage bonds, $25,000 
Mexican Central income 3 per cent. bonds, $142,000 Oregon 
& Transcontinental Co. bonds, $170,000 claims against indi- 
viduals. 

The Oregon Improvement stock, the Central & South 
American Telegraph stock, the Mexican Central bonds, $24,- 
000 of the Oregon & Transcontinental 6 per cent. bonds, and 
$170,000 claims against individuals were received in Janu- 
ary, 1886, in the settlement of the account standing on the 
books of this company against Henry Villard, this company 
paying to Drexel, Morgan & Co. about $125, 000, and taking 

up and becoming the owners of the above secur ities, and in 
addition, $10,000 of the Northern Pacific Ter minal Co. 
bonds, which were disposed of at 108%4. This settlement, 
after considerable negotiation, it was thought desirable to 
make. The Oregon & Transcontinental Co. bonds, outside of 
the $24,000 received in the settlement of Mr. Villard’s ac- 
count, are a balance of the bonds received for the completion 
of the construction of the Jamestown & Northern Railroad. 
In the statement contained in the circular of Nov. 11, 1884, 
will be found an item of 395,000 which had been expended 
on the extension of that branch, for which the company had 
nothing torepresent. The company completed the branch, 
251¢ miles, and received $510,000 of first-mortgage bonds, 
which have beea disposed of, except the $142,000 still on 
hand, and not only cashed the $95,000 asset, but realized a 
pr ofit of about $123,000 in addition from the operation. 

The net debt of the company on June 1 last was $7,623, 
400, a decrease since the statement of Nov. 11,1884, of 32 ,756,- 
600: Of the debt, the sum of $4,050,000 is placed on "three 
years’ time, dating Dee. 31, 1885, and bears interest at the 

rate of 5 per cent. perannum. The balance is being carried 
on demand and short time loans, at from 3 to 4 per cent. per 
annum. The claim against Kubn, Loeb & Co., for about 
$112,000, for the improper and illegal sale of this company’s 
securities pledged with them, has been successful in two 
courts, and is now in the New York Court of Appzals. The 
attorneys of the company are confident of final success. Suit 
has been instituted against the St. Paul & Northern Pacific 
Railroad Co., Drexel, Morgan & Co, Winslow, Lanier & 
Co., and Drexel & Co.. to recover $2,000,000 of the stock of 
the St. Paul & Northern Pacific Co., believed to have been 
wrongfully taken from this company. 

This company received $150,000 from the Oregon Railway 
& Navigation Co., in settlement of a disputed claim, grow- 
ing out of the sale by this company to them of the Columbia 
& Palous Railroad. The matter was settled by arbitration, 
with the above result. The claim of this company against 
the Northern Pacific Railroad Co. bas been the subject of 
considerable discussion, but as yet remains unsettled. 

The following is a statement of the assets and liabilities of 
the company, as of June 1, 1886 : 




















Assets. 

Or*gon Ry. & Nav. Co 139,413 
MRL IOEN beaeie oa. 1a §<:6: Sceesasikhees soe cae eae 56,830 
RO PRG, QRER. cnc vaceccsccece 9 251 
Or. & Trans.... 3,000 
Gs RMN Goes cre dcksiwetes” cceces 263 
I cs cnacavcnses osc ones ranch . 

Bae ee FID. BBO. oie cece ccercsccee cosceces = 

Mil. & Lake Wivn. com . - 

OO a 8 See 

Or. Iron & Steel Go (cost $150,000)............ “ 

RUN ncck) |) ecakeaed oo Kaw, Bes nic = 
RE io _ eandsacwenbncdes videweceaus ens ? 

Cent. & Be. Bas: Tel. Od... oc. sc ccceccccces - 
NONI 0c orc os ceanntasnceveessonecaere se $518,000 
EMR RUIRNOE WHINE o.oo 5 icc ccccccaececccciescccceses 230 000 
NY. City & North. first-mortgage bonds .... ....... 39,000 
Cost of Portland Hotel (unfinished) ............... P 15'+,000 
Cost of Puget Sound Shore R. R. (unencumbered) ... 775.000 


Cost of Cedar River Extension 335,000 
Claims agamst individuals. ... ..................... 212,000 
Claims against corpcrations (unadjusted) about 3,006,000 
Mex. Cent. 7 per cent. bonds............ 112,000 
Mex. Cent. 3 per cent. bonds 25,000 

-142,000 





Ore. & Trans. 6 per cent. bonds 

Liabilities, 
Capital stock (400,000) 
Bills payable........... way ob aes 
SS eee 


. -$40,000,000 








— %7,597.400 
MT Bs. (encode ciuacvestay Addacveascesues ‘ 26,000 


ES Sy eee ee ee $7,623,400 

There are bonds outstanding of the Oregon & Transcon- 
tinental Co., amounting to $10,063,000, against which an 
equal amount of first mortgage bonds of the Northern Pacific 
branch roads, at $20,000 per mile, are held by the Farmer's 
Loan & Trust Co., trustee, which bonds, according to agree- 
ments made with the Northern Pacific Co., are practically 
guaranteed, principal and interest, by that company. 





New York, Susquehanna & Western. 





This company owns or leases and operates the following lines 
of railroad : 





Miles. 

West End Junction, N, J.. to Gravel Place, Pa............. 101.30 

Two Bridges, N. J., to “Unionville, os Ung 20.50 

Columbia Junction, N. J., to Delaware....... .. 2.2.0. . 

Paterson, N. J., to Paterson ee 0.75 

Priceville, Pa., SN a a RRS 8.40 

Total owned.. nae! bee ne ueiswee Re 
Unionville, N. Y., to Middletown, 5 Gneeagal 13 99 
Lodi Junction N. J.. to Lodi, leased... 97102227222! 1.75 
Passaic Junction, N. J., to Passaic, leased.......... 3.00 
West End to Je sey City, trackage leased .......... 2.50 

— 21.15 

RE ooh, cacccwtdecnksecatgaecnvebamesen és 155. 20 





For passenger and freight business the company uses the 
Pennsylvania Railroad stations in Jersey City and New 
York. Its coal business is delivered at the Delaware, Lacka- | 
wanna & Western docks at Hoboken. | 

The report is for the year ending Dec. 31. The Passaic 
Branch was not completed until after the close of the year. | 
The equipment includes 37 locomotives ; 21 passenger, 11! 





combination and 5 baggage, mail and express cars ; 10 milk, 
166 box, 2 stock, 38 lime, 117 gondola, 57 flat, 32 ore, 1,400 
coal and 12 caboose cars; 1 tool car, 1 derrick car and 1 
snow flanger. 

The general account is as follows, condensed : 





Et: Ste) ink: sockekiknibadiinis nabnatbindteds $21,000,000 

IE Ota cn ccna tanas se aetaencnk Ge ++» 6,943,000 

Car trust obligations... 4: 

Accounts and balances payable sath 5 Gia SeG BAN Ce Shen's 

Land Department liabilities............ ee ee 

PS. o, acostakeoune sescd c.claih to auhmene! be é 
as: doh vinaas $29,457,571 

Road ans equipment........ 7 $26,393'494 

Stocks and bonds of other ¢ companies. cxean 2,432,156 


Materials and fuel on hand | 20,835 
alata ive atk 582.639 
_.... CUE Ree OEe eRe ORCR Re his 23,447 








29,457,571 

The funded debt includes $3,500,000 Midland of New Jer- 
sey 6s; $250,000 Paterson Extension 6s; $2.500,000 New 
York, Susquehanna & Western first 6s; $600, 000 debenture 
6s, and $93,000 funded coupons. By agreement, only half 
interest is at present paid on the debentures and the New 
York, Susquehanna & Western firsts. 

To the car trust obligations above must be added a new 
trust for $100,548 since created, making a total of $931,968. 
The payment on these trusts in 1886 will be $155,919, and 
in each year thereafter $131,916. 

The earnings for the year were as follows : 

1885. 1884 Inc. or Dec. P. 





L 
° 





iabati an os $807,189 $739,072 I. $68,115 9.2 
Passengers .... ... 234.068 239,404 D. 5,336 2.2 
TERM, CEB. occ savrces 51,097 55,732 D. 4,635 8.3 

Total ... $1,092,354 $1,034,208 I. $58,146 56 
Expenses......... 617,520 617,687 D. 167 

Net earnings $474, 834 $416 521 I. $58,313 14.0 
Gross earn per mile 7,177 6,861 I. 316 4.6 
Net os 3.120 2.777 I. 343 123 
Per cent. of exps. 56.5 59.7 D. 32 


Renewals inc luded 3.75 miles of new steel rails and 27, 6: 52 
new ties. There was 0.75 mile new sidings built, several 
trestles filled in and otber improvements made. 

The expenses were divided as follows last year: 





Amount. Perc. 

Maintenance EE cacea Wk casagase o> ~ 8.5 
** motive power and cars 211 
PIII ooo. 5 0k 0st cececs ceed Banstead Seenese 20.4 
ONIN acd cinsewbens vScepnciewns ocesseteiores 39, 949 3.7 
POD, eiinachwocdknksSncpecheoknewss /aeabncns Seeeees 30,079 2.8 
RS er xing wince cand ant acak edt tats ie amatae $617,529 46.5 

No addition was made to property during the year, 


The Passaic Branch, 3 miles, was 
1886. It was built by the 
and is leased to this company at a yearly rental of 
$4,200 and the taxes, the interest on the bonded debt of 
$70.000 being guaranteed. 
The result of the year was as follows : 

Net earnings, aS ADOVE... .....cc.cceeccccccceeces 
EE eer checdeanlye b's 
Renials...... bet kbvidausWoceanancbecemee 
Car trust pay ENS Cc eee te os ‘ 


completed Feb. 1, 
Passaic & New York Co., 


. $474,834 





DE ccc ctecadecccnsa wrscken kebidasasessebeenson $35 


half interest on the deben 
Susquehanna firsts, as noted above. One 
car trust payment of $25,200 was deferred for six 
months, by agreement. The rental of the Pennsylvania 
Railroad terminals is included in expenses. 

The use of this company’s tracks between Little Ferry 
and West End by the West Shore road was discontinued 
June 12, 1885, the loss in revenue resulting being about 
$25,000. ; 

During the year $411,022 of the Midland of New Jersey 
securities were converted into stock and bonds of this com- 
pany, leaving $2,647,131 Midland stock and bonds still out- 
standing. 

The report of the President, Mr. F. A. Potts, says: ‘‘ The 
coal tonnage of your company for the past year was the 
largest in the history of the company, being 608,072 tons, or 
an average monthly tonnage of 50,672 tons, and an increase 
of 182,725 tons (28 per cent.) over the preceding year. 

‘ The*collieries under the control of your company, as now 
developed, have a producing capacity of 1,000,000 tons of 
coal per annum. With additional improvements and further 
development of the properties, the output can be increased to 
1,500,000 tons per annum. The company has a transporting 
capacity with its present equipment of 75,000 tons a month, 
and just so soon as the market demand shall necessitate an 
increase in tonnage over this amount, provision must be made 
to supply the company with adequate equipment to meet its 
business requirements. 

‘ In order to obtain absolutely essential rolling stock, your 
company was compelled to acquire the same thr ‘ough the me- 
dium of a car trust, and for that purpose created in Novem- 
ber last a trust of 200 new 20-ton coal cars and 2 locomotives, 
with Mr. Steven V. White. The trust made runs through a 
period of seven years, and is liquidated by equal monthly 
payments of $1,197. No payments on account of this trust 
accrued during the year, the first payment thereon being 
made Feb. 7, 1886, * * 

‘** The plan’ adopted by your management in order to meet 
the interest maturing Jan. 1 and Feb. 1, 1885, from the 
first-mortgage and debenture bonds of the company, was 
pursued in respect to the interest maturing July 1 and Aug. 
1, 1885, and Jan. 1 and Feb. 1, 1886, from these bonds. 
This plan, as was fully explained in the last annual report, 
provides for the payment of the interest coupons maturing 
from the above mentioned bonds, one-half in cash and the 
balance thereof in a coupon obligation, maturing in 10 
years, and bearing interest at the rate of 6 per cent. per an- 
num, w hich is pay yable annually. 

‘The policy pursued by your mauagement in providing 


Interest paid includes only 
tures and 


| for the interest on the first-mortgage and dcbenture bonds in 


the manner mentioned, has proved most successful, the same 
having met with the approval of a very large portion of the 
bondholders. 

‘* How soon the earnings of the company will be sufficient 
to fully provide for all its fixed charges, including car-trust 
obligations, it is perhaps difficult to say, but with the natural 
improvement in business now so confidently expected, which 
must result in increased net earnings, it cannot be very long 
before your company will resume payment in full on all of 
its obligations. 

‘The traffic contract of your company with the Delaware, 
Lackawanna & Western Railroad Co., and the trackage and 
terminal arrangement with the Pennsylvania Railroad Co., 
continue to work with entire harmony, and tothe advantage 
and satisfaction of this company.” 


Atlanta & k West Point. 


This company operates a line fi from Atlanta, Ga., to West 
Point, 87 miles. Of this line it owns 81 miles and leases the 
use of 6 miles, from Atlanta to East Point. The report is for 
the year ending June 30. 

The road is controlled by the Central Railroad & Banking 








Co., of Georgia. and is operated in connection with the 
Western Railroad of Alabama. 

The company has no funded debt. It has $1,232,200 
stock and $1,232,200 certiticates of indebtedness, which bear 
6 per cent. interest. and were issued to stockholders as a 
dividend in 1881. The total amount of stock and certificates 
is $30,425 per mile owned. 

The earnings for the year were as follows : 

1885-86 . 1884-85. Ine. or Dec. P.c 
i EE RO ~— — $410,222 D. $12,963 3.5 
Expenses epee ameih 5 237,143 I. 22,115 9. 

Net earnings. . +o eeeee-$138,001 $173,079 D. $35,078 20.3 
Gross earn. per mile... eee 4,566 4.716 D. 150 93 
og er are 1,586 1,989 D. 403 20.3 
Per cent. of exps .. ....... 65 3 57.8 I. | 

There was a slight decrease in earnings, due chiefly to 
lower rates on traffic. Expenses include taxes and all re- 
newals and improvements of property. 

The result of the year was as follows : 


tio ® 











Net earnings, as above........ . ....... -. $138,001 
Interest on certificates........ ......... heeasacs $73. 932 2 
Dividends on stock, 6 per cent. ..... ....... .. 73,982 
—- 147,864 
RG TE IONE 55. 3e ss Kierns: eanagamanedd benaseds $9,863 
PCr pies Bae TUTOR POOP & 5ois555scces ciccisesstas.cceees 25,215 
RA acces 4c éniza-cocheaubedh cama. ite dae $16,352 


President Grant's report says : ‘‘ The payments of interest 
and dividends have been $147,864, showing a deficit of 
$9,863, which sum has been drawn from our reserve fund. 

“The increase of expenses over the previous year was fore- 
shadowed in our report last year. The necessity for new 
cars and the impending change of gauge, with its calls for 
increased material and labor, were foreseen, but we hoped 
for an increased income from the New Orleans Exposition 
travel sufficient to meet the increased wants, but were utterly 
disappointed—the receipts from through travel showing a de- 
crease from the previous year of $23,945. While the op- 
erations of the past year have rendered a resort to the sur- 
plus fund again necessary to pay the usual dividends, there 
is nothing in this fact that should be regarded as discourag- 
ing to the stoc kholders in view of the future. Our local busi- 
ness holds up fairly without apparent detriment from the 
extension of the Columbus & Rome Railroad to Greenville. 
The new competing line for New Orleans and Texas business 
via Birmingham and Meridian has doubtless deflected some 
through business from our road, but the short line has large 
advantages in gradients, curves and distance, which will en- 
able it to « ontrol a large majority of the business. 

‘With average crops and no greater depression in the 
general industries of the South than at the present time, it is 
probable that the gross earnings will not fall far short of 
those of the past year. 

‘* The only imperative want for the ensuing year beyond 
the current operating expenses is an increase of freight cars. 
The track may be maintained in its present excellent. condi- 
tion without further renewal of the iron rails if the finances 
of the company should not be easy, but the renewal of about 
three miles per year will doubtless be the better course if our 
finances will admit it. 

‘* The change of gauge was successfully made under the 
carefully prepared rules and vigilant enforcement of them 
by the General Manager. No accident or delay occurred to 
mar the complete success of the change, while the cost will, 
we think, compare favorably, in point of economy, with any 
road in the system.’ 


Ogdensburg & Lake Champlain. 





This company owns a line from 1 Ogdensburg, N } 
Rouse’s Point, 122 miles. 
March 31. 

The road is controlled by the Central Vermont Co., and is 
operated in the interest of that company. 

The equipment includes 34 locomotives; 13 passenger and 
6 baggage cars; 54 refrigerator, 1,420 box, 31 stock, 233 flat 
and 18 caboose cars; 4 service cars. 

The general account, condensed, is as follows : 

Capital stock «|b: et wanes 

Preferred stock 
Funded debt... 
Trustees of the sinking fund.. 


Y., east to 
The report is for the year ending 


. $3,077, yr 
RE. pe Setceetcaeba eRe hamebwe on ened ceteh * eee gon 
34: 





AGCOUMIS ROE VAIAMCESS.......ccccccccess ses cece rcee seece 173,543 
ciiGee cons ceneeteconad bbsacheeerdekses $7,760,790 
MOOG ONE COCIDIMONRE. «0.0.05. secvesee oe asec 7,567 836 
Bonds and other property. cna rsa eens abe tnge 24,550 
Materials .. .. sedan, 480 wécgewead 49, 7 
Cash. ios eeetneeh eee aetaepen, Selene 
panecae’ Of ACCOUDLS.......++e00e wees ecceee 6.916 
-_—— $7,760,790 





The funded debt includes $600,000 first-mortgage bonds; 
$380,000 sinking fund bonds; $999,750 income bonds and 
$2,529,650 consolidated bonds. 

The earnings for the y year were as follows : 





1884-85 Inc. or Dec. P.c. 
Froight...... ......:. 386, D. $14,293 3.7 
Passengers... 32.2. D. 17.974 13.6 
Mail and express 16.724 





2 I. 
Miscellaneous 81,253 D. 














| S6L6,815 D. $54,043 8.8 
Expenses...... 398,540 D. 59,213 14.8 
Net earnings. ‘ee 7 3.445 $218,275 I. $3,170 2.4 
Gross earn. per mi le. 4,613 5,056 dD. 443 88 
ve ; 1,832 1.789 I. 43 2.4 
Per cent. of exps..... 60 3 64.6 D. 4.3 


The decrease of freight earnings on a considerable increase 
in traffic shows that this road continued to suffer from the 
very low rates on through business. 

The result of the year was as follows : 





Net earnings, as above ... ............ ——— $223,445 
Fatevest OH WOMAG oo. oc... cc cess ccs. cee $183,822 
- NE TENN 6 vecoicateics05/-akeeb beens 27,2 
—— -—— 211,083 


Balance, surplus for the year .......... ....-seee _ $12, 24 362 2 


This surplus will be applied on the purchase of two new 
freight locomotives for the road. No interest was paid on 
the income bonds. 

The freight traffic for the year was as follows: 

1885-86. 1884-85. Increase. P.c. 
Tons freigbt carried.. 428.568 373,184 55.384 148 
Ton miles.......... .38,667.291 33.4060,321 266,970 15.4 

The freight carried last year included 2 520, 122 bushels of 
grain, a decrease of 751,658 bushels, or 23 per cent., from 
the preceding year. 

During the year 400 tons of steel rails and 60,000 ties were 
built in renewals. A new iron bridge was built over the 
Raquette River to replace a bridge destroyed by a_ cyclone. 
Two heavy mogul locomotives were added to the equip- 
ment. 

A lake line from Ogdensburg was secured by the charter 
of six steamers. Two of these are too small for profitable 
use and should be replaced by others. The report mentions 
that the company has an opportunity of securing by purchase 
three steamers formerly owned by the Wabash, St. Louis & 
Pacific Co., and the President believes that they would be a& 
good investment, 














